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“ THE RAILWAY 
OVERSEAS 


We would remind our readers that there are many 
erseas countries to which it is not permissible for private 
individuals to send printed journals and newspapers. THE 
RAILWAY GAZETTE possesses the necessary permit and 
machinery for such dispatch, and any reader desirous of 
wranging for copies to be delivered to an agent or corre- 
pondent overseas should place the order with us together 
ith the necessary delivery instructions. 

We would emphasise that copies addressed to places in 
Great Britain should not be re-directed to places overseas, 
is they are stopped under the provisions of Statutory 
Rules & Orders 1939, No. 1440 
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TO CALLERS AND TELEPHONERS 
Our office hours until further notice are :— 
Mondays to Fridays - 9 a.m. till 5 p.m. 
Saturdays - - 9am. till 12.30 p.m. 
The office will be closed on the first Saturday in every 
nonth untii November 2, inclusive 








With the object of conserving paper by avotding the 


return of unsold copies, readers are advised in the interests 


f all concerned to place a regular order for THE RAILWAY 
tAZETTE either with their newsagent or direct with the 
Publisher 
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Mr. James Calder 
HE death of Mr. James Calder has removed one whose 
railway career will long be remembered, more particu- 
larly north of the Border, where he was General Manager of 
the North British Railway and later of the Scottish Area of 
the L.N.E.R. We feel that we cannot do better than quote 
the words used by Mr. William Whitelaw on the occasion of 
Mr. Calder’s retirement from the latter position in June, 
1934: ‘‘ We do not all live to see the result of our decisions, 
but for the last sixteen years I have had the privilege of 
seeing the decision of the North British directors in 1918 
fin appointing Mr. Calder} revealing year by year how wise 
it was. The power of exercising discipline, kindly but 
always strict, the ability at least to understand the interests 
of traders, even if they may be in some degree opposed to 
those of the railway, and the tact through which alone the 
refusal of a request can be made palatable to the impor- 
tunate, were among the outstanding attributes which Mr. 
Calder brought to the discharge of the duties of his great 
position. When there are added the mastery of all the 
details of railway management and the faculty of securing 
the affection of those with whom he works, whether among 
the directors or the staff, one has very nearly got the com- 
plete general manager; one quality alone remains to be 
looked for, and James Calder had it to the full—the sense 
of humour, which carries one through many an obscure 
tangle and round many an awkward corner.”’ 


* * * * 


Railway Wage Claims 

The Railway trade unions have submitted fresh claims 
to the Railway Executive Committee for increases in 
salaries and wages. These claims follow recent settlements 
which, according to figures quoted in the Railway Review 
and which we have no reason to doubt, have benefited 
the staff to the extent of {6 to {7 millions a year. In 
September last year the Railway Staff National Tribunal 
raised the minimum rates of pay for men and women and 
gave other concessions to the staff. Certain consequential 
increases had to be given to staff whose rates were above 
the new minima, and the total cost arising out of the 
tribunal’s decision and the shopmen’s settlement which 
followed, was about £1 million. In December the unions 
submitted claims for increases of 10s. a week in wages and 
£20 a year in salaries, to meet the circumstances arising 
out of the war. A settlement was reached in February, 
operating from January 1, under which war advances of 
4s. a week to wages staff and £10 a year to salaried staff, 
with relative increases to juniors and women, were granted. 
Workshop staff received an advance of 5s. a week, and 
the total cost of all these war advances was about {6 
millions. The claims now submitted are for increases 
of £15 a year for salaried staff and 6s. a week for wages 
staff, and the cost involved will be between £7 and 
£8 millions. In January the cost-of-living index figure was 
74 and in March it was 79. For April it is 78. Under the 
cost-of-living sliding scale arrangements certain of the staff 
received increases of Is., 2s., or 3s., as from January 1, 
and a further Is. would have been due from April 1, but 
the February settlement absorbed the bonus payable from 
January and suspended the sliding scale. 

* * * * 


The Aftermath of Rationalisation 

To what extent the co-ordination of transport services 
in this country, which had been proceeding for many 
years before the outbreak of war, may have affected the 
efficiency of our war effort, forms the subject of a specula- 
tion worthy of careful consideration. It was in line with 
the tendency, apparent ever since the close of the last war, 
towards the rationalisation of industry generally, and had 
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for its aim the equation of supply and demand. In the 
elimination of what has been called uneconomic com- 
petition due to excess supply, or restricted demand, total 
facilities, particularly in transport, have been reduced, just 
as the industrial capacity of this country in certain impor- 
tant respects, especially in the heavy industries, was 
severely curtailed in the twenty years of peace. To take 
one example alone of many, our shipbuilding capacity is 
said to have been diminished by as much as 40 per cent. 
through the elimination of redundant shipyards, and we 
entered the present war with a smaller effective tonnage of 
shipping than we had in 1914, though our population has 
grown and our home production of food and fuel greatly 
shrunk in comparison to our consumption. It may be 
recalled that in our issue of May 29, 1936, commenting 
editorially upon the Birmingham Congress of the Institute 
of Transport, we drew attention, apropos the stress then 
laid upon the urgency of transport rationalisation, to a 
warning ‘‘ of the danger of cutting down the supply of 
transport to the then existing demand, when the prospect 
of international strife might at any moment call for such 
an expansion of the service as would render unnecessary 
any form of restriction.”’ 
* * * * 
Overseas Railway Traffics 


Except on the Buenos Ayres Great Southern and the 
Buenos Ayres Western, the traffics of Argentine railways 
for the 40th and 41st weeks of the financial year have again 
been lower. The Great Southern increase for the two weeks 
has been 113,000 pesos and that of the Western 141,000 
Recent traffic receipts in currency on Brazilian 
railways have shown some tendency to decline but earnings 
in sterling have continued to improve. On the Antofagasta 
the earnings for the 13th and 14th weeks of the year have 
shown an advance of £19,330, bringing the aggregate in- 
crease up to £81,230. 


pesos. 


No. of Weekly Inc. or Aggregate Inc. or 
Week Traffics Decrease Traffic Decrease 
Buenos Ayres & Pacific* ... 4hst 1,662 193 55,613 1,453 
Buenos Ayres Great Southern* 4lst 2,471 62 95,785 1,169 
Buenos Ayres Western* ... 41st 884 86 31,633 2,192 
Central Argentine* ... we 41st P 172 — - 5,691 
Canadian Pacific - ... 14th 552,000 65,640 7,679,600 1,324,000 
Bombay, Baroda & Central 
India . a a 52nd 285,000 8,925 9,109,725 195,675 


bg Traffic returns in thousands of pesos 
The Bombay Baroda ends its financial year with an increase 
of £195,675. On the Canadian Pacific the traffic improve- 
ment in the past two weeks has been £88,800. 
* * * * 
Lord Farrer 
For the wealth of literature on international railway 
speeds which was available before the outbreak of war we 
have largely to thank the second Lord Farrer, whose 
regretted death took place last Friday, April 12. His 
book on “‘ Express Trains English and Foreign,” of which 
he was joint author with E. Foxwell, was published so 
long ago as 1889. It provided just what the railway 
enthusiasts of those days were seeking and led to the 
demand for more literature of the same kind. Lord 
Farrer had very great timetable experience, and it was 
he who, while a Director of the former Midland Railway 
Company, carried through the complete re-casting in 1901 
of the Midland Anglo-Scottish services in conjunction with 
the North British and the Glasgow & South Western 
Railways. He also had a particular interest in the North 
and West services over the Somerset & Dorset line. Up 
to the time of his resignation from the Midland Railway 
board in 1911 he was active and influential at Derby. 
and without his activity the Midland services would not 
have reached the level they attained before 1914. He 
was one of the British railway delegates at the sessions of 
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the International Railway Congress at Paris in 1900, 
Washington in 1905, and at Berne in 1910. Latterly |:js 
railway interests were confined chiefly to transport iy 
London and railway systems in Argentina and Uruguay 
* * * * 

Mr. W. S. Every 

By the passing of Mr. W. S. Every, Signal Engineer to 
London Passenger Transport Board, whose death on A» j] 
12 we record with regret elsewhere in this issue, sic: 4] 
engineering has lost one who played a considerable | 
from the railway side, in assisting to develop the eq 
ment which has done so much to contribute to the succ: -s 
of London’s Underground, and increased its capacity od 
facilities far beyond what was thought possible when 
entered the service of the old District Railway some 45 
years ago. Familiar from long experience with evc:\ 
detail of his work, down to the smallest, he was accustom.-] 
to weigh all sides of a question very carefully before fo: 
ing his conclusions, which he was always ready to disci:ss 
and defend in his characteristically quiet, modest and c: 
vincing manner. Beginning with the old manual sign 
ling methods, he saw the introduction of track circuiting 
and train stops on electric railways, the change from 4 
to a.c. apparatus, the wide use of train describing equip- 
ment and other modern devices, including tunnel lighting 
and telephones, headway and speed recorders, and trafiic 
control installations. Much other apparatus, not belong- 
ing to signalling proper, was also under the care of hi 
department. He did much to advance the Institution of 
Railway Signal Engineers, of which he was President in 
1928, and in 1924 contributed a comprehensive paper on 
London Underground developments to its proceedings. 


4 


* * * * 

Holiday Camps 

Mr. William H. Hamlyn, F.R.I.B.A., the Principal 
Architect of the L.M.S.R., chose holiday camps as thi 
subject of his Chadwick Trust Bossom Gift Lecture, 
delivered last week. As he was the architect responsible 
for the holiday camp at Prestatyn, opened last year; he is 
well qualified to speak, and in his lecture he dealt fully 
with camps, ending with an architect’s dream of an ideal 
international centre for holiday makers that might lead to 
a better understanding between the peoples of different 
lands. It is a curious fact that when planning the annual 
holiday most persons say they want to find a quiet spot, 
to enjoy a little peace, and usually end up by going to a 
crowded resort. Were it not for this gregarious instinct, 
holiday camps would have but a short life ; as it is, holiday 
makers will squeeze themselves cheerfully into chalets 
necessarily having only the barest essentials, and will go 
for their meals and amusements into communal halls 
replete with human life. Such a holiday has its com 
pensation at the end, with the return to those home com- 
forts of which the lustre has perhaps been dimmed by 
eleven months of familiarity. But it is not everyone who 
is adapted to the hermit’s life, and if we are to take our 
holidays amongst our fellow creatures, by all means let us 
do so in camps planned, designed, and constructed under 
the best architectural auspices. 

* * * * 

Trans-Canada Air Lines 

Interesting figures of traffic progress on the Trans- 
Canada Air Lines during 1939 were given in an editorial 
note in our issue of April 5. We have now received from 
our correspondent in Canada financial and further operat- 
ing details. Operating revenue totalled $2,350,474, of 
which $634,915 was contributed by passenger fares, 
$1,632,873 came from. mails, and $23,613 from express. 
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rating expenses aggregated $2,586,744, the net operat- 
loss was $236,670, and the total deficit appears as 
1,657. The deficit, which is met by Government sub- 

is $77,284 less than the figure allowed for in the 
iget. Regular overnight mail service between Montreal, 
onto, and Vancouver was in operation for only ten 
nths of the year, and passenger services across the 
itinent and between Lethbridge and Edmonton for only 

months. In July, Montreal, Ottawa, and Toronto 
re linked by a separate daylight schedule and this was 

‘mented in November when flights between Toronto 
| Moncton were begun. Plans for the current year 
lude a second daily flight between Montreal, Toronto, 
| Vancouver; a double daily service between Toronto, 

mdon, and Windsor, Ont., and daily services between 

onto and Buffalo, N.Y., and between Toronto and New 
rk. From the beginning of operations, between Van- 
couver and Seattle in September, 1937, until the end of 

939, Trans-Canada planes flew 5,174,707 miles, 1,265,842 

of which were in training flights. 

* * * * 

Locomotive Development in France 
It is a tribute to the inexhaustible enterprise of the 
rench that, having years ago achieved a locomotive of 

thodox type which is almost certainly the most efficient 

in the world, they continue to make practical tests with 
unorthodox locomotives in the hope of getting even better 
results. In a paper read to the Institution of Locomotive 

Engineers on Wednesday by Monsieur Chan, Chief of Steam 

Locomotive Design of the French National Railways, the 

author summarised the results of the various improvements 

carried out in recent years to Pacific locomotives, of which 
there are 1,500 in France. Whereas, he said, an engine 

designed before 1930 developed at 75 m.p.h. barely 1,300 

drawbar horsepower with a coal consumption of 3-3 Ib. 

per d.b.h.p.hr., the improved Pacifics now develop under 
the same conditions 2,400 d.b.h.p. with a coal consumption 
of only 2-42 Ib. per d.b.h.p.hr., 7.e., an increase of over 

80 per cent. in power with a fuel economy of nearly 30 per 

cent. Monsieur Chan went on to describe the various 

special locomotives which the French are to try, including 
one driven by turbine, one by high-speed geared steam 
engines, a 4-6-0 compound equipped with a Velox boiler, 
and a new 6-cylinder compound 2-12-0 locomotive, to all 
of which reference has already been made in THE RAILWAY 

GAZETTE. Moreover, he promised a visit to this country 

by Monsieur Chapelon at a later date to describe the results 

of these various trial locomotives. 
& * * * 

The Lonely Lump 
From time to time grim reminders of war obtrude 

themselves upon our moments of relaxation. Between 

courses in a restaurant car the other day we were examining 
the shrunken and guardedly phrased menu, speculating 
upon the promised “‘ hot or cold meat dish,”’ and regretting 
the disappearance from the back of the card of the map of 
the company’s system. As we read further we noticed an 
implification of the usual announcement regarding coffee. 

\ppended to the name and price of the beverage was the 

iustere announcement, “including one lump of sugar.” 

Was this a promise or a warning? We were poignantly 

reminded of the days when sugar was set upon the table 

in a deep bowl, wherein the traveller’s fingers strayed with 
delicious expectation. Often the succulent cubes nestled 
inside a paper wrapping, removal of which might reveal 
not one lump but two. Today there is no hope of such 
pleasant surprises. The single lump is the common lot. 

Let us add for the benefit of those who make propaganda 

out of supposed scarcity that we regard it not as a privation 

but as a privilege. 


— 
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Wages in Kind 


VER one hundred years ago the Truck Act declared 
that wages should only be paid in the “ current coin 
of the Realm.” Exceptions were made in the case of 
victuals, fuel, and rent; while deductions from wages 
might be made for sick benefit and certain other necessary 
objects. The evils aimed at are now largely a matter of 
history, but the Act was recently invoked in Pratt v. Cook 
Son & Co. (St. Pauls) Ltd. which went right up to the House 
of Lords. Pratt was a packer employed by this well- 
known wholesale drapery company of St. Pauls Church- 
yard. His wages were 53s. a week, with dinners and teas 
supplied by the company, which were admittedly worth 
10s. a week. He had served for fifteen years up to 
December, 1935, and now claimed to recover this sum of 
10s. a week for the full period of his service on the ground 
that this was improperly deducted from his wages, and 
contrary to the Truck Acts. In order that such a deduc- 
tion should be valid, there must be a written agreement 
signed by the workman, but the only agreement in Pratt’s 
case was one signed by an official of the trade union, and 
this did not satisfy the requirements of the Act. The 
House of Lords held that a written agreement was neces- 
sary to legalise the payment in kind and that there had 
been a breach of the Act which entitled Pratt to recover. 
The Truck Act of 1831 applied only to “ artificers,’’ but 
an amending Act of 1887 extended this to any ‘“‘ workman ”’ 
as defined in the Employer & Workmen Act of 1875. The 
Truck Act, 1887, prevents an employer from imposing any 
terms on the manner in which the workman’s wages shall 
be spent. The Acts thus apply to all workmen, including 
railway servants, and in 1891 a railway porter named 
Lamb brought an action against the Great Northern 
Railway Company to recover deductions from his wages. 
These deductions were for contributions to a “sick and 
funeral fund ’’ managed by the company. In that case, 
however, there was an agreement signed by the porter on 
entering the service by which he approved the deductions, 
and it was held that they were perfectly legal and that 
Lamb was not entitled to recover. The decision in Pratt's 
case affects such large numbers of employers as to be 
serious in the consequences, and it is remarkable that 
only now has it been decided that the agreement in writing 
is necessary not only in the case of deductions from wages 
but in every case where there is a payment in kind. As 
the action was brought for money due owing to breach of 
a statutory provision, the period for which the workman 
was entitled to recover was held to be twenty years, and 
not the usual period of six years. 


* * * * 


The Railways of Rhodesia 


T the annual meeting of the British South Africa Com- 
pany, the Chairman, Sir Dougal O. Malcolm, dealt 

at some length with the Rhodesia Kailways in which his 
company is largely interested. The report of the Rhodesia 
Railway Commission, which is also dealt with below, gives 
a broader picture of the position, but covers the period 
which ended with September last year, whereas Sir Dougal 
was able to give useful indications of trends of traffic and 
receipts on the lines owned by Rhodesia Railways Limited 
to the end of February of this year. He showed that at 
the beginning of last year the reserve account of that com- 
pany amounted to more than £2,300,000, a figure in excess 
of twice the amount required for the annual service of the 
railway company’s debentures. Thus the time had 
arrived when under the legislation governing the railways 
the dividend payable, if earned, could be increased from 
£100,000 to £125,000 and reductions of rates had to be 
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made so as to balance the railway budget after providing 
for a payment of only £150,000 into the reserve account 
and for the dividend of £125,000. Reductions of rates 
were accordingly made from January 1, 1939, in addition 
to certain special reductions in rates made to the Northern 
Rhodesia copper-mining companies as from October 1, 
1938, under the agreement with them which provided for 
the carriage of all their copper over the railway system 
until 1956. These reductions in rates accounted mainly for 
the diminution in the gross railway receipts to the esti- 
mated figure of £1,386,843 shown in the ‘‘ Chartered ’ 
company’s report, compared with £1,920,273 in the year 
before. 

For the railway year now current Sir Dougal said that 
traffics and receipts were keeping up very well in spite 
of the reductions in rates. There was heavy mineral traffic 
with corresponding fuel traffic for the mines. The exports 
of chrome ore which had fallen off very seriously were 
again increasing and general goods traffic was doing well. 
Although the approximate gross receipts of the whole 
Rhodesian system for the quarter ended December 31, 
1939, were £66,982 less than for the similar quarter of 
1938, the indications from advance cables were that the 
gross receipts for January and February of the present 
year were very satisfactory, so that the total gross revenue 
of the first five months of the current financial year—up 
to the end of February, 1940—might show a slight increase 
over those of the five months ended February 28, 1939. 

The twelfth annual report of the Railway Commission 
of Southern Rhodesia, Northern Rhodesia, and the 
Bechuanaland Protectorate, covers the nine months 
January, 1939, to September, 1939. The previous report 
was for a period of fifteen months, for reasons then 
explained. This is the third report since the amalgamation 
of the Rhodesia and Mashonaland railways, which was 
described in THE RAILway GAZETTE of February 11, 1938. 
The accounts of Rhodesia Railways Limited for the year 
ended September 30, 1938, were duly presented to the 
commission. Operating revenue reached a figure which 
is a record in the history of the company, gross receipts 
being 687 per cent. higher than those of the previous 


period. Expenditure, however, rose by 10-17 per cent. 
The principal statistical figures were as follow: 

1936-37 1937-38 

£ £ 

Coaching receipts 437,515 458,284 
Goods receipts 2,072,769 2,291,976 
Mineral receipts 1,992,473 2,047,960 
Gross earnings ae 4,736,244 5,061,744 
Operating expenditure 2,019,941 2,281,668 
Depreciation and renewals 521,348 518,161 
Surplus “a 2,194,955 2,261,915 


Adding interest receivable and other credits to the sur- 
plus, and deducting financial charges, of which the prin- 
cipal items were £467,888 for income tax and £218,285 
for contributions to pension funds, and charging also the 
agreed proportion (£40,000) of the cost of the Plumtree 
accident of April 4, 1938, realisable income remained of 
£1,752,535, to which is added £176,327 transferred from 
Depreciation & Renewals Account towards the sinking 
fund for the redemption of debenture stock, making a total 
of £1,928,562. The balance of this, after meeting 
£1,100,702 for debenture interest and sinking fund, and 
£100,000 for the statutory dividend sum, was carried to 
Rates Stabilisation Account and reserve accounts. The 
railway company submitted its schedule of proposed 
charges and estimate of receipts and expenses. The 
schedule of charges was approved, but the outbreak of 
war caused the consideration of the estimates to be 
deferred. Colonel G. A. P. Maxwell assumed the office of 
Chairman of the commission on February 4, 1939, in 
place of Mr. Roger Gibb. ‘ 
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Increase in Railway Charges 


N all-round addition to railway charges of 10 per cei: , 
estimated to yield £18,000,000 in a full year, wi! 

become effective on May 1, under an Order made by ¢ 
Minister of Transport. It will be recalled that the financ’ | 
agreement between the Government and the four main-] 
companies and the London Passenger Transport Boa 
provided that rates, fares, and charges were to be adjus 
to meet variations in working costs and certain ot! 
conditions arising from the war. The machinery for | 
adjustment of charges provided that the Railway Execut 
Committee should submit quarterly estimates of 
variations in costs and also any proposals for an incre 
in charges to meet the advances. The committee has n 
put before the Minister estimates of rises in working co 
totalling £26,750,000 in respect of the 19 months from 1 
beginning of control to March 31, 1941. 

These estimates have been scrutinised by the Minist 
and to the extent of £22,250,000 have been accepted. T! 
figure consists of £9,750,000 for increased labour cos 
£2,500,000 for allowances to men serving with’ the Fore: 
and {10,000,000 for increased prices of fuel and materia 
The balance of £4,500,000 represents increases due 
blackout and other precautionary measures, and is to | 
examined in the light of further experience. The Ord 
now made includes fares on the railways of the Lond 
Passenger Transport Board, but not the road services. 

* * * * 


Canals in Wartime 


HE subject of canals and the use to which they might 
be put during the war was discussed during Questir 

Time in the House of Commons on March 20. The Ministe: 
of Transport was asked by Brigadier-General Clifton 
Brown whether he would encourage the carriage of co: 
and goods by making more use of existing canals, and 
what steps he was taking to revive this form of transport 
and by Sir Stanley Reed what steps had been taken to 
make full use of the canal system, especially in view of th: 
fact that before the war some of these canals were operating 
below capacity owing to the shortage of bargemasters 
Captain Euan Wallace said that the question of the furthe: 
use of the canals had been considered very carefully by 
the Regional Transport Commissioners and by the Canal 
(Defence) Advisory Committee, on which were represented 
the waterways and carriers, as well as the various Govern 
ment Departments concerned in getting traffic moved 
Steps had been taken to bring the facilities offered by th« 
canal carriers to the notice of traders and Government 
Departments. The Minister of Labour was taking special 
measures to fill vacancies for canal boatmen, and at the 
last meeting of the Canal (Defence) Advisory Committee 
representatives of employers and of labour had agreed to 
make jointly an immediate enquiry into the labour posi- 
tion. The Minister added that he had also asked the repre- 
sentatives of the industry whether, on the basis of some 
measure of financial assistance from the Government, they 
could formulate practical plans for carrying more traffic 
by canal. 

Other Questions which were put to the Minister suggested 
that he should use his influence “ to get the Great Western 
Railway to take off the embargo” on the Kennet Canal, 
west of Reading, and that he should take steps to see that 
railway-owned canals were brought back into use. His 
attention was also drawn to grants available for clearing 
weeds. Captain Wallace said that he hoped the canal 
people would consider every canal in putting forward their 
proposals, and that before distributing money it would 
be necessary to make sure that it would be well spent and 
that any canal opened would give a good return. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 

that the British railways were in a sort of panic when they 
closed all offices in the United States and Canada immediately 
after the declaration of war. 


German Railways Information Bureaux 


Room 231, 16, West 49th Street 
New York City, March 27 
To THE EpItor oF THE RAILWAY GAZETTE 

r,—In the Scrap Heap (THE RAILWAy GAZETTE of March 8) 
noted that the German State Railways Information Bureau 
till listed in the London telephone directory “‘ as if they 
vected the war to end soon.’’ In the United States, the 
es of the German State Railways in New York, Chicago, 
San Francisco are still functioning, and still fill all requests 
travel booklets, posters, and motion picture films as if 

expected the tourist travel to commence again in the 
ng. No doubt other documents favourable to Germany 
ut with the booklets, etc. ; it would be too good an oppor- 
ity to miss. 
he German State Railways offices here are very accommo- 
ing about sending out films with machine and operator 
schoois and organisations which request them,’ which is 
ice bit of advertising, or propaganda, depending upon the 
nt of view. The German railway officials reason that by 
ping their offices open to distribute booklets, films, etc., 


Faithfully yours, 
L. T. JONES 


Economy in the Use of Paper 


Lyndhurst, 
56, London Lane, 
Bromley, Kent 
April 4 
To THE Epitor oF THE Rattway GAZETTE 
Sir,—I was interested to read the letter on Economy in 
Use of Paper which appeared in your issue of March 22. 
Despite the professed object of the letter, however, it is rather 
odd to observe that the writer found it necessary to occupy 
almost a column of space in your valuable journal for his 
wholly irrelevant exhortations regarding the desired economy 
in the wrapping of foodstuffs, etc. 

He was also unwilling, apparently, to follow the advice 
“Tn 
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wing the beauty spots and peaceful scenes of their country, 
vy are keeping the “ brighter and lighter ’ 
ore the American public, and are creating in the minds of 
ture travellers a desire to visit Germany when the war is 


er and travel restrictions lifted. 


lhe British railways have overlooked an opportunity to 
ry on similar publicity in the United States. As the 


ry 


iblishers of THE RatLway GAZETTE know, the Number One 


side of Germany 


lvertising axiom is to keep your product before the public, 


iring War or peace. 


American travel agents seem to think 


given in the concluding paragraph, which stated that 
the use of paper for writing purposes of all kinds many ways 
of economy could be practised, as for example using the 
smallest possible sheet. 
point a stage further by emphasising the importance of brevity 
where the letter is intended for publication in technical 
journals, because of its reproduction many thousands of 
times upon paper of the highest quality. 


.’ One might well carry the 


Yours faithfully, 
L. T. CATCHPOLE 








PUBLICATIONS RECEIVED 


The Road and Rail Transport 
Problem. By Brig.-General Sir H. 
Osborne Mance. London: Sir Isaac 
Pitman & Sons Ltd., Parker Street, 
W.C.2. 8# in. 5% in. 166 pp. Price 

6d. net.—The author has viewed 
lis subject objectively and gives a 
ritical analysis of the proposals which 
ave been put forward before advancing 
structive suggestions for a solution 
4 the problem. He describes in some 
letail the way in which road and rail 

)-ordination has been attempted in 
arious parts of the world, and _ this 
portion of the book is a valuable self- 
ontained source. of reference. Sir 
\rthur Salter has written an introduction 
ind the whole work is up to date. The 
iuthor deals with events to just before 
the outbreak of war and states in a 
preface dated January 22 that after four 
ind a half months of war there is 
nothing in the work he would wish to 
ilter. We hope to publish a detailed 
review of the book in the near future. 


A Yearbook of Railroad Informa- 
tion : 1939 Edition.—The purpose of 
this 96-page booklet, as of its predeces- 
sors, is to bring to the attention of its 
rea‘lers the facts regarding the U.S.A. 
railrxads. The presentation is graphic 
and statistical. Despite depression and 
increased competition, an almost un- 
broken record of improved efficiency and 
economy in railroad operation is shown. 


Yet from a financial standpoint the 
situation of the industry is critical : 
more miles of railway are now in 
receivership than at any previous time 
in U.S.A. railroad history. The year 
1938 was not a prosperous one for the 
railroads. With the slump in business 
which began in the autumn of 1937, 
railroad traffic and earnings showed 
large declines in 1938. Net income, 
amounting to $165,000,000 in 1936, fell 
to $98,000,000 in 1937 and declined 
still further to a deficit of $123,000,000 
in 1938. This marks the fourth annual 
deficit incurred in the last seven years. 
Most of the figures used in the pages 
of this booklet have been taken from 
official publications of the Interstate 
Commerce Commission. The Bureau of 
Railway Economics also has furnished 
various figures contained herein. The 
booklet is prepared by the Western 
Railways’ Committee on Public Rela- 
tions, and published by the Committee 
on Public Relations of the Eastern 
Railroads, 143, Liberty Street, New 
York. 

Official Railway Map of England 
and Wales, 1940. Publications De- 
partment, Railway Clearing House, 
Horley station, Surrey. Prices: un- 
mounted sheets (four sections), 15s. ; 
mounted on linen, folded, and with 
rexine covers, {1 10s.; mounted on 
linen, varnished, and with black rollers 


(wall map), £1 11ls.—The thirteenth 
edition of the Railway Clearing House 
large-scale railway map of England 
and Wales is now available in the forms 
shown above. This map, which is a 
very beautiful example of the carto- 
grapher’s art, is of course an official 
production. The railway systems are 
shown in separate colours and the 
county boundaries clearly defined. The 
information has been revised to include 
all additions and alterations to iines 
and stations since the previous edition 
was published (in 1926). The map is 
drawn to the scale of 74 miles to 1 inch 
and measures 5 ft. by 4 ft. 


Pilatus—The Mountain and its 
Railway.—In connection with the 
jubilee of the Pilatus Railway in June, 
1939, the management brought out an 
attractive commemorative booklet en- 
titled ‘‘ Pilatus—The Mountain and its 
Railway,’ of which copies of the 
English and French editions have now 
reached us. Several pages are devoted 
to an account of the construction of this 
remarkable railway, and of its electrifi- 
cation in 1937. The publication is well 
illustrated and includes colour plates of 
alpine flowers and many photographs of 
historical interest. A description of the 
railway and its conversion appeared in 
our Electric Traction Supplement to THE 
Raimtway Gazette for April 30, 1938, 
accompanied by a map and illustrations 
showing some of the unusual features 
of the line. 








566 


THE RAILWAY GAZETTE 


THE SCRAP HEAP 


COACH BLOWN 20 MILES 

A typhoon which struck north- 
eastern Japan on April 4 blew a sta- 
tionary railway coach along the line 
for 20 miles, according to a Reuters 
message from Tokyo. 

* « * 
INGENIOUS THEFT OF SLEEPERS 

A farmer in Co. Louth (Eire) has 
unsuccessfully appealed to the Dun- 
dalk Circuit Court against a sentence 
of a month’s imprisonment for stealing 


It was stated that he ploughed 43 
sleepers into a field in the hope that they 
would not be found. 

oe * * 


U.S.A. BLOCK SIGNALLING IN 1890 


The block system of running railroad 
trains . . has recently been introduced 
upon the Central Railroad of New 
Jersey, between Jersey City and Bergen 
Point. It is a four-track road, and is 
traversed by a very large number of 
trains daily. It has been found advis- 
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operation on the four tracks. ... 1 
signals are semaphores, and are arran; 
one above the gther for a single lin 

track. The upper semaphore ha 

square end: the lower semaphore 
fish-tailed in shape. When the up; 
one projects at right angles from 

post, it indicates that a train is on 

next block. Whenever it projects 
this way, the lower one is also set 
danger or caution. As the train lea 
the block thus protected the up 
signal falls, but the fish-tail 
remains at caution until the next bli 
is passed and the train is two blo 


Sig? 





sleepers valued at £8 from the Great able to protect all classes of traffic, and distant.—From the “ Scientific Any 
Northern Railway Company (Ireland). accordingly the system has been put in can”’ of April, 1890. 
‘*FAMOUS INN-SIGNS ”’ 
For some weeks past the Ballyhoo alleged characteristics or locations of they relate; prudence in warti 
Review, the brightly written news the wartime emergency headquarters obviously precludes more detailed « 
bulletin of H.Q.1. of the L.N.E.R., of the British railways in the form of scriptions, but our readers in Gr 


which is produced under the editorship 





famous inn-signs. Below we reproduce 
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of Mr. George Dow, the company’s a selection of half a dozen of these will readily appreciate the artist's ke 
Information Agent, has been publish- sketches and indicate the particular insight. 
ing a series of sketches depicting the railway or transport authority to which 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


EGYPT 


Red Crescent Supplements 
Phe week ending February 15 each 
ir is to be known as Red Crescent 
ek. On every day during this week 
id on certain public holidays—namely, 
anniversary of His Majesty’s suc- 
ssion to the throne, the Moslem new 
ar’s day, the Birthday of the Prophet, 
Ramadan Bairam feast, Courban 
airam feast, Independence Day, and 
1am el Nessim — supplements on 
ckets will be collected as under :— 
20 m/m. on first class tickets costing P.50 or over. 
10 m/m. on first class tickets costing less than P.50. 
{0 m/m. on second class tickets. 
5 m/m. on third class main line tickets. 
5 m/m. on first and second class suburban line 
tickets. 
Suburban third class tickets are 
exempted from these supplements, but 
upplements of 5 m/m. on all classes of 


ason and kilometric tickets at full 
or reduced fare will be charged. These 


ipplements will be paid to the Soc. 
Nationale du Croissant Rouge. 


New Concrete Signal Boxes 


New concrete signal boxes have 
ecently been constructed at Palais de 


Inchas; the former was 
January 27, and the latter 
1940. 


Kubba and 
ypened on | 
m February 19, 

These are the first signal boxes of 
this type to be constructed in this 
country, and their appearance is dis- 
tinctly pleasing; they have been built 
to be in keeping with the new station 
buildings at these stations. 


El Qabbari Avoiding Line 
\ project has been prepared for the 


construction of a new line between 
Kafr El Dauwar and Abdel Qader, to 


enable traffic from Alexandria, the 
Delta, and Upper Egypt to proceed 
direct to the Western Desert line with- 
out passing through El Qabbari and 
vice veysa. The scheme is estimated to 
cost about £E.130,000 and a credit for 
this amount has already been sought. 


INDIA 


Improvements at Delhi 
Hitherto lack of space has greatly 
hampered efficient working at Delhi 
main station—one of the most impor- 
tant junctions and interchange stations 
in India—especially in so far as the 
locomotive depot was concerned. The 


majority of the broad-gauge traffic 
passes eastwards, and almost imme- 


diately crosses the Jumna River by the 
big bridge, described and illustrated in 
THE RatLway GAZETTE of August 11, 
1933, to reach another important junc- 
tion, Ghaziabad. Thence the East 
Indian Railway main line runs south- 
wards to Cawnpore, Allahabad, and 
Calcutta; one of the North Western 
main lines proceeds northwards to 
Meerut, Saharanpur, Lahore, and the 
North West frontier ; and a secondary 
E.I.R. line goes eastwards to Moradabad. 

At present trains are worked between 
Delhi and Ghaziabad by pilot engines, 
as there is insufficient accommodation 
for so many main line tender engines at 
Delhi main, and engine-changing takes 
place at Ghaziabad. The movements of 
engines and coal wagons are very 
restricted at Delhi, and though there is 
an 85 ft. turntable, this is used for other 
than turning purposes. 

The locomotive shed and yard are 
therefore to be remodelled, but this 
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necessitates the dismantling of the 
goods depot at Hamilton Road and its 
removal to Delhi Sadar goods station, 
a more convenient site for traders now 
that Delhi is expanding so greatly in the 
direction of New Delhi. This will 
obviate the necessity for piloting to and 
from, and engine changing at, Ghazia- 
bad, and will generally improve working 
at Delhi. Some idea of the traffic 
centring upon Delhi and of the layout 
of the new and old cities and the stations 
that serve them, as well as the relative 
positions of Delhi and Ghaziabad, may 
be obtained from the accompanying 
plan and map. 


Railway Budget Reflections 


Both inside and outside the Legis- 
latures, the Railway Budget has _ pro- 
voked very strong criticism on account 
of the general enhancement of rates and 
fares forming its main feature. In the 
abnormal situation arising out of the 
war, it is not unnatural that public 
finances should be subjected to a 
certain amount of strain to meet out- 
of-the-ordinary demands, but it is 
felt that such adjustments as may be 


necessary should be made with a 
minimum of hardship to trade and 
industry. The Excess Profits Tax which 


the Central Government proposes to 
levy is expected to bring into the 
Government coffers a substantial por- 
tion of the profits from commercial and 
industrial activities, which would other- 
wise have gone towards recouping the 
adverse effects of a _ long-sustained 
economic blizzard and towards strength- 
ening the position of such concerns 
against the baneful consequences that 
must sooner or later follow the huge 
economic waste involved by modern 
warfare. The railways have been 
faring well and the public had no 
reason to believe that they would be 
asked to shoulder an additional burden 
on railway account. The Railway 
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Budget has, therefore, brought the 
public a rude disillusionment. 


For and Against the Increased 
Tariffs 

Railway earnings for 1939-40 are 
now expected to show an improvement 
of Rs. 255 lakhs on the original estimate, 
due solely to larger movement of traffic, 
and a surplus of Rs. 361 lakhs is anti- 
cipated after laying aside a substantial 
sum for depreciation and meeting in 
full the interest charges. Critics con- 
sider that signs are not wanting to 
justify the assumption that traffic 
during 1940-41 will continue to be as 
brisk as in the first six months of the 
war. But the Railway Member was 
not disposed to take any chances. He 
estimates that traffics in the coming 
year will be about the same in volume 
as in the current year, the first five 
months of which were rather lean. By 
an increase in freight charges and 
passenger fares, he proposes to raise 
the surplus in a single year from Rs. 361 
lakhs to Rs. 829 lakhs. It has been 
stated in support of the increase that 
the price of nearly every commodity had 
increased to a much greater extent and 
that the increase in freight would amount 
to only nine pies a maund (or roughly 
Is. 8d. a ton) on general merchandise, 
and still less on particular commodities. 
In further justification of the increase 
in tariffs, Sir Andrew Clow stresses the 
necessity of building up during years of 
prosperity a substantial reserve fund, 
the present level of which hardly does 
credit to the largest railway system 
under one ownership. Businessmen and 
economists question the wisdom of 
raising the reserve fund from Rs. 48 
lakhs to Rs. 346 lakhs in a single year. 
The policy of the British Ministry of 
Transport on the question of railway 
charges is significant. Captain Euan 
Wallace recently stated in the House of 
Commons that the Government would 
not use control of the railways to 
impose higher charges on the public 
unless necessitated by increased wages 
and prices of materials or by difficulties 
due to war conditions. If this is the 
case in Great Britain with her pro- 
digious war expenditure, it is argued, 
the authorities in India could well 
have deferred their present action till 
events actually justified an increase in 
rates and fares. In the general debate 
on the Railway Budget the Railway 
Member took the stand that failure to 
pay the railway contribution to the 
general exchequer would involve en- 
hanced taxation by the Finance Member. 


CANADA 


The Locomotive Building Market 

Recent activity and strength in the 
stock of the Canadian Locomotive 
Co. Ltd. has, apparently, been based on 
enquiries tor locomotives from overseas 
countries, which, prior to the outbreak 
of war, had bought from British and 
German manufacturers. Now with Ger- 
many out of the export market and 
United Kingdom plant capacity pro- 
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bably fully occupied for the duration of 
the war in supplying domestic require- 
ments, these peacetime customers are 
finding it necessary to go elsewhere. 
Turkey, Iran, Egypt, Brazil, and Greece 
are already reported to be in the market. 
France and Spain are other potential 
buyers from North America. It is 
recalled that, during the 1914-1919 
war years, and in 1919-20, export busi- 
ness of Canadian and U.S.A. loco- 
motive companies increased very widely. 

In November of last year the com- 
pany received orders from the Canadian 
National Railways and the Canadian 
Pacific Railway for 22 locomotives. 
The bulk of this business would, of 
course, be carried into the current year, 
and there are prospects, in view of 
active railroad traffic since the beginning 
of last September, that further Canadian 
orders may be placed this year. 


BELGIUM 


New Standard Station-Shelters 

The Belgian National Railways ad- 
ministration, in pursuance of its policy 
of modernising its buildings, has been 
giving close attention to station-shelters. 
At certain points old coach-bodies were 
being used, but with the passage of 
years they had acquired a melancholy 
appearance. It was decided systematic- 
ally and progressively to deal with 300 
or 400 points on the system, and to 
instal shelters of a uniform and econo- 


mical type. Various materials and 
designs were considered and it was 
finally decided to adopt a form of 


reinforced concrete structure which 
could be made and assembled in sec- 
tions. It was designed in five sizes, 
according to the number of passengers 
it was intended to accommodate. This 
varied from 30 for which the smallest 
was designed to over 100 in the case of 
the largest shelters. 

Because the stations to be fitted with 
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the new shelters were widely spread 
was decided to put out the manufacty 
of the shelters to private industry a 
that the railway company should lin 
itself to their erection. The result of 1 
first public tender, which was for | 
shelters, resulted in a contract bei 
placed at fr. 153,190-25. In all, all 
ing for paving and so forth, the c 
came out at only fr. 1,650 a shelter. 

The accompanying illustration, whi: 
is taken from Le Rail, the monthly pu 
lication of the Belgian National R 
ways, shows the basic design of + 
shelters. 


NORWAY 


Earlier Opening of the Nordlanc 
Railway 

Works on the 114-mile Grong-Mos) 
section of the Nordland Railway ha 
been accelerated during the _ wint 
in order to open the section this comin 
autumn, in spite of earlier decisic 
not to open before the summer of 194 
The line has many tunnels and bridg: 
entailing large and difficult constructic 
works, and its opening is dependent « 
the electrification of the Ostfold Rai! 
way, another work which is _ beir 
accelerated for opening this autumn, 
noted in the Electric Railway Supp 
ment of March 1, 1940. The steam locx 
motives from the Ostfold line then wi 
be transferred to the Nordland line t 
avoid the purchase of more locomotives 
[This was written by our corresponden 
before the German invasion of Norway 
—Ep., R.G.] 


Easter Traffic Breaks Record 

Despite a decrease of some 30 pet 
cent. in the advance sales of seat 
tickets for trains on the Saturday 
Palm Sunday, Wednesday, and Maundy 
Thursday—sold one week in advance ot 
each day—the peace declaration in 
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Side and end elevation, plan, and cross section of one unit of the Belgian 
National Railways’ new standard platform shelter 
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| ind on Wednesday, March 13, 
ied a prospective decrease in Easter 

». ssenger traffic into an increase. Oslo 
283,000 inhabitants and of these 

00 left the Oslo East station 
veen the Saturday before Easter 
the Thursday in the Easter week, 
reas the figure was 52,000 in 1939. 
from the same. station some 

100 pairs of skies were booked as 
ipared with 28,000 last year. During 
same period 20,000 persons left 


( » West station against 18,800 last 
ir, and some 3,500 skies were sent as 
npared with 3,200 last year. On 


ster Monday, which like Maundy- 
ursday is a holiday in Norway, 
OOO returned to Oslo. Trondheim 
| Bergen also showed similar in- 
ases in Easter traffic. To meet this 
at rush, every locomotive and car- 
ve, and even a few cattle-wagons, 
re put into service, and no goods 
ins were run on the Wednesday before 
ister, Maundy-Thursday or Easter 
mday so as to free all locomotives. 


Great Depth of Penetration of 
Frost 

Many complaints reached the rail- 

iy administration during the recent 

vere cold because of almost daily 
rain delays. One official reason given 
for this was the freezing-up of ball- 
valves in the vacuum brake system 
hich is still in use on many lines 
ind heating difficulties where there is no 
electric heating; the temperature in 
the night was below zero a number of 
times this winter. It is recognised that 
the only way to avoid the first of them, 
s to introduce on all lines the com- 
pressed-air brake, a work that is making 
steady progress. 

Another problem of the administra- 
tion is the great depth to which the 
frost penetrated, namely, four to five 
feet, during this exceptionally severe 
vinter, the coldest in more than 12 
vears, but what has made matters 
worse was that the cold lasted more 
than three months continuously. Track 
disturbances and speed restrictions are 
to be expected as soon as the weather 


changes. 


LITHUANIA 


The Rolling Stock Position 

The 30 per cent. increase in route 
mileage of the State Railways system 
resultant from the handing back of 
Vilna and the strip of country adjacent 

which includes the main lines from 
that city towards Leningrad and Kaunas 
as well as other important international 
connections—is placing a severe strain 
on the resources of the administration, 
especially in so far as rolling stock is 
concerned. 

The existing stock consists of 46 
passenger and 125 goods locomotives, 
12 railcars, 285 passenger coaches, 43 
luggage and 19 mail vans, 13 sanitary 
and 4,084 wagons, and 105 
refrigerator cars. As a result of finan- 
cial stringency and the strain imposed 
upon this stock, much of it is now in 


goods 
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need of repair or replacement. As well 
as the six Pacific locomotives recently 
delivered by the Skoda works, 80 goods 
wagons and 8 passenger coaches are to 
be built at the Kaunas and Vilna rail- 
way shops. [Other stock is also to be 
purchased, as detailed on page 520 of 
our April 5 issue, under ‘ Transport 
Services and the War.’’—En., R.G.] 


New Outlets to the Sea 

Now that Lithuania no longer has 
the advantage of Memel as its principal 
outlet to the sea, the State Railways 
administration is hastening the con- 
struction of a short branch line, 12:4 km. 
in length, to connect Darbenai—just 
north of Kretinga on the Memel 
Latvia line—with Sventoji port, so as 
to give this country a new access to the 
Baltic. It is expected that the line will 
be completed this year. In order to 
give Southern Lithuania access to both 
Sventoji and Memel, a new line via 
Skirsnemuné and Sakiai is being con- 
sidered. If funds can be made available, 
work upon this line is to begin this year. 

Re-routing of Traffic 

Of recent years the chord line 
between Kaisiadorys—on the Kaunas— 
Vilna line and  Gaiziuhai—on the 
Kaunas—Siauliai—Rija route—has been 
out of commission and is unfit for the 
important traffic now offering between 
Minsk, Vilna, and Northern Lithuania. 
It is to be brought up to an adequate 
standard for passenger as well as goods 
traffic and doubled. 

As weight of traffic on the Turmantas- 
New Vilna and Lentvaris—Varena sec- 
tions does not now warrant the use of 
the existing double .tracks, one line in 
each case is to be dismantled and the 
permanent way used for the important 
new connections mentioned above. [See 
revised map on page 272 in our issue 
of February 23—Eb., R.G.] 


ITALY 


New Rome Central Station 

Considerable progress has been made 
in the construction of the new Rome 
Central station. By July 1 next the 
demolition of the old building of the 
Rome Termini station should begin, 
and will be undertaken in two stages. 
According to the terms of the contract 
with the firm undertaking the building 
of the Rome underground railway, the 
State Railway administration must 
have relinquished the east side of the 
Termini station by June 30, 1940, 
towards Via Cavour to a length of 
100 m. and a width of 70 m., in order 
to enable the contractor to begin work 
upon the underground station, which 
has to be ready for the 1942 Exhibition. 
The technical difficulties to be overcome 
are very complex, as two new stations 
have to be built simultaneously, one 
underground and the other above 
ground. Six large staircases will lead to 
the underground station, which will 
have a length of over 70 m., but it will 
have only two platform roads, one for 
trains arriving and the other for 
departures. 
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ARGENTINA 


The Railway Unions and the 
Presidential Award 

At the time of writing there are no 
further developments of importance to 
report in regard to the above contro- 
versy, although the unions continue to 
press strongly for the cancellation of the 
Presidential Award and the abolition of 
the wage cuts. Two delegates represen- 
ting the Union Ferroviaria and La 
Fraternidad, respectively, were granted 
an interview by President Ortiz, when 
the President promised to discuss the 
matter with the Minister of Public 
Works. A day or two later it was 
announced that the President had 
signed a Decree fixing a period of three 
months within which the National 
Railway Board was required to investi- 
gate the manner in which the salary 
and wage retentions were being made 
under the terms of the award, and the 
convenience or otherwise of substituting 
for these new regulations better adapted 
to the present circumstances. The 
Decree also provided for a searching 
investigation into the technical econo- 
mic, and financial working of all the 
private railways, in the carrying out of 
which the companies were required to 
co-operate with the Railway Board. 

Two other Decrees affecting the rail- 
Ways were issued at the same time, 
one authorising the election of em- 
ployees’ representatives to the Railway 
Pension Fund Board; and another 
declaring that the extension of the 
working hours fixed by Law No. 11,544 
is legally permissible and must not be 
disputed, nor does it involve the right 
to additional pay. 


Amalgamation of Two Unions 

After lengthy negotiations, it was 
simultaneously announced that the 
Union Ferroviaria and the Federacion 
de Empleados y Obreros Ferroviarios 
had agreed to unite. The latter, an 
independent body, was formed some 
time ago by members of the Union 
Ferroviaria and La Fraternidad who 
had broken away from these organisa- 
tions on the grounds that they were 
not sufficiently energetic in defending 
the men’s interests. It is reported that at 
the above-mentioned interview granted 
to the union delegates, President Ortiz 
informed them that Government inter- 
vention in the wages dispute was condi- 
tional on the amalgamation of the two 
bodies concerned, as the Government 
could not treat with them separately. 
The executive committee of the new 
organisation, which will be known as 
the Union Ferroviaria de Obreros y 
Empleados, will consist of 17 members 
elected to represent both unions on a 
basis proportional to their membership. 


Millions for Public Works 

The revised programme of Public 
Works to be carried out during the 
present year by the Argentine Govern- 
ment provides for a total expenditure of 
over 160,000,000 pesos. Of this sum 
24,000,000 have been allocated to 
unspecified State Railway construction. 
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CANADIAN PACIFIC RAILWAY LAND GRANTS 


The acquisition, development, and disposal of the vast acreages of land administered 


has been an 


by the C.P.R. 
Ht importance both to the company and to the 
Dominion of the vast acreage of land administered 
by the Canadian Pacific Railway Company was well 
demonstrated in a recent address by Mr. S. G. Porter, 
Manager of the Department of National Resources, Cal- 
vary, delivered to the Canadian Pacific Officers’ Associa- 
tion, Winnipeg. Canadian Pacific affairs, more 
particularly’ the frequently postulated union. with the 
Canadian National Railways, are frequently discussed in 
this country, but it is very doubtful whether the import- 
ance of the land grants, which would obviously be a 
potent factor in any negotiations designed to bring about 
such a liaison, is appreciated or understood. The Canadian 
Pacific Railway Company was formed in 1880, when, 
after various unsuccessful attempts to get the project 
under way, Sir John A. MacDonald, the Prime Minister, 
appealed to Mr. George Stephen, President of the Bank of 
Montreal, to form a syndicate to carry out plans for the 
construction and operation of the transcontinental railway. 
An agreement was signed with the Government under 
which the State agreed to give the company the 713 miles 
of railway which had been wholly or partially constructed 
during previous attempts and which was valued at 
$27,700,000; $25,000,000 in cash; and 25,000,000 acres 
of Crown lands. The last-named were to be selected in 
the main from a belt 24 miles each side of the main line. 
In addition, other grants were received in consideration 
of the construction of branch lines, or through subsidiary 
companies, amounting to about 9,500,000 acres, giving a 
total of some 34,500,000 acres. 


These lands were virgin prairie and forest, almost unin-_ 


habited and with agricultural possibilities which were 
seriously questioned. They had no financial value until 
the company, through world-wide publicity and organised 
colonisation schemes, took settlers to the West and made it 
possible for them to get an outlet for the production of 
their farms. The policy of the company throughout has 
been to treat these land grants as a public trust and to 
use them for developing the agricultural growth of Canada. 
Approximately as much money has been spent by the 
company on land settlement and development in Western 
Canada as has been realised from the sale of these lands. 
lo encourage development, the lands were put on the 
market at a flat price of $2.50 an acre under a contract 
which provided that half the area under contract must be 
broken and cultivated, whereupon a rebate of half the 
purchase price, $1.25 an acre, was given. Since the first 
land sale went through, more than 58 years ago, the com- 
pany has issued nearly 100,000 contracts. Of the total 
of 34,500,000 acres included in all the land grants, nearly 
7,000,000 acres returned to the Dominion Government five 
years after the grant to extinguish the balance of a loan 
made by the Government for construction purposes; the 
value taken was on the basis of $1.50 an acre. 


Transfer to British Columbia 

Over 3,500,000 acres were transferred to the Province of 
British Columbia in 1912 for a consideration of 40 cents 
an acre; more than 1,000,000 acres have been trans- 
ferred to the Eastern Irrigation District; about 1,000,000 
acres have been transferred gratis or for a nominal con- 
sideration to various governments and municipalities; and 
20,000,000 acres have been sold to settlers, at an average 
price of less than $5 an acre. 


important factor in the life of the 


Dominion 


The balance of unsold lands on the company’s bo: 
is now only some 2,000,000 acres, or about 6 per ce: 
of the total original area. Under most of the lands wh 
it has sold the company has reserved the mineral rig] 
which have large potential values. The oil well wh 
first made Turner Valley famous, Royalite No. 4, \ 
on Canadian Pacific land, as is also Home No. 2, 
present the largest producer in the valley. The comp 
leases coal rights to many operators and out of its Brit 
Columbia land holdings it reserved large areas beat 
timber, from which it has manufactured more than 
billion feet, board measure, of timber products. 


Expenditure on Irrigation 


It has expended many millions of dollars upon irri, 
tion works, with resultant benefit to the areas affect 
and to the farmers who work the lands. Recently t! 
Dominion Government has given its endorsement to t 
principle that irrigation construction is a public benet 
and for that reason the capital cost should be borne | 
the Government. In the course of the negotiations wit 
the Government it was shown that the operation of tl 
irrigation system was costing the company more than 
was collecting from the water users, and manageme! 
has now passed to farmers’ co-operative systems und 
which the users have a direct interest in economic manag« 
ment, with a resultant decrease in costs and increase i 
collections. Throughout the depression, which particu 
larly afflicted the agricultural community, the railway 
company met generously the position of farmers who wer 
unable to meet their obligations and showed full recog 
nition of the fact that its lands were of little value to it 
unless they were occupied by farmers creating wealth fo1 
the nation and traffic for the railway. 

Some indication of the magnitude of the assistance given 
to farmers by the C.P.R. may be gained from the fact that 
the total reduction of indebtedness in principal and interest 
on farmers’ contracts made by the company in the thre: 
Prairie Provinces since 1931 through the waiving or writing 
off of interest, the giving of additional credit or bonus on 
payments, special rebates and discounts, and the adjust 
ment and writing down of more than 4,000 individual 
contracts, has amounted to nearly $14,000,000, of which 
more than $10,000,000 was in Alberta. That is, the rail 
way company, through its own direct dealings with its 
land purchasers, has written off 85 per cent. as much in 
Alberta as the entire reduction made by the Board of 
Review which was set up under the Farmers’ Creditors 
Arrangement Act of 1934. Less than 2} per cent. of the 
C.P.R. adjustments come under the operation of the Act. 
The balance has been a voluntary contribution to the 
relief of the farmers’ financial plight. 

The company has never claimed that its action has been 
prompted by philanthropy alone. Rather it has adopted 
the realistic attitude of giving practical effect to its appre- 
ciation that its interest lies in taking all possible steps to 
assist farmers to remain on the land. To this end it has 
shown itself ready to help those who are endeavouring to 
make their homes in Western Canada and are playing their 
part in the development ofthat area. The company’s policy 
is to administer its land for the public benefit, and create 
a wealth-producing agricultural industry without which 
neither the railway nor other industry can survive. 
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THE LAPLAND IRON-ORE RAILWAY 


The line between Lulea in Sweden and Narvik in Norway, which was 
promoted by British interests some 60 years ago, has twice occupied 
an important position in wars between Great Britain and Germany 


ROM the outbreak of the present war with Germany spent in the north of Sweden from July, 1884, to August, 
I the Lapland iron-ore railway, which links the 1891. In view of its topical interest this paper was again 
Swedish port of Luled on the Baltic with the Nor- read to the Retired Railway Officers’ Society a few days ago, 
wegian Atlantic port of Narvik, has provided one of the and the following notes are extracted from the original text. 
lo pholes in the British blockade of Germany by affording ; : E 
outlet for the products of the Kiruna and Gillivare iron Loading and Unloading of Material 
mines to the ice-free port of Narvik whence vessels might “ Almost immediately after receiving my appointment 
reach Germany almost entirely within the protection of I was instructed to proceed to King’s Lynn to watch how 
Norwegian and Danish territorial waters. The route via the railway material was stowed away among the cargo 
the Swedish port of Lulea, which on the map appears to of coal. The charter party allowed five running days to 
aliord the better route, inasmuch as it is more direct and load the steamer and the company to pay {20 a day de- 
also does not involve leaving the sheltered waters of the murrage for any time occupied over that period. The local 
Baltic, is subject to severe limitations, for Lulea is closed stevedore employed, being unused to such work as burying 
to navigation by ice for some seven months of the year. railway wagons, locomotives, etc., among the coal cargo, 
On the other hand, Narvik, although much farther north soon got into difficulties, and it looked as if heavy de- 
and in fact well inside the Arctic Circle, has open water murrage charges would be incurred; and in the middle 
all the year round thanks to the influence of the Gulf of the loading I received a wire from the directors to take 
Stream. charge of the loading of the ship. This was absolutely 
[he railway linking Lulea with Narvik via Gallivare and new ground to me, but with the good services of the chief 
Kiruna was projected by British interests some 60 years mate, we got the cargo aboard with only £10 to pay in 
avo with the primary object of providing improved means demurrage. 
of transport for iron ore from the mines at Gillivare, and “ We arrived at Lulea on the morning of July 26, 1884, 
the Luossavaara and Kirunavaara mines at Kiruna. The and found a brand new wharf had been built to enable the 
iginal company, which was known as the Northern of landing of the cargo, but facilities in the way of a crane 
|-urope Railway Limited, was incorporated 




























in England in July, 1883, and secured Reference:=— AY a of ci * .. , 

concessions from the Governments of |——~ ™™ poet Oe on ol » celine 

Sweden and Norway to build and work me Oe as a core, a - 

the line, which was described as being ae Sue y, < ese beak ot + 

intended to serve both the northern end |? 50. 1oomiles Xe ry ete s om “tasepat Bergiors” % = 

of the Gulf of Bothnia and also the ice- [2.52190 __1sOKm é AY . Skatotra Reuta Sn 2 

free Ofoten Fjord on the Atlantic. It will > mwa , > 

be recalled that at that time the Govern- its ry § $2 ie SFjallasen 

ments of Sweden and Norway were united sonotegs' ey NG Risbick’h utes -.. v 

under the same King, as in fact applied [4 7 2 AN 7 OT C&R candi Out : gproskulls 

from November 4,.1814, to June 7, 1905, fac “Que 43 23 

when the union was dissolved. p-Aeetie ete Fr cabiail %: i € 
Work on the construction of the railway } Yat am ae seer = 

was begun at Lulea and the optimistic Ae Unbutten’ Liki BSN Y Mapetdtinn, RS 

hope was expressed that it would be Fra it my 

possible to open the section thence tothe |y » p 4 tos ve Maovenita Scere 

Gillivare iron ore mountain, about 130 ; ™~, ge! % 5 

miles, by December, 1884. The railway Sorseled 3 2 

company, which afterwards changed its > 4 


name to the Swedish & Norwegian Railway 
Co. Ltd., experienced very great difficulties, » Te 
however, both financial and physical, and oh TNA 
eventually the undertaking was acquired | en 

by the Government of Sweden in 1891 
and the company wound up under an 
order of April, 1893. 
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Mr. Charles T. Broxup, an engineer wf 9 Ne Spat Sikisy 
. : Zegt”” “bst'S “egg, . iy, Hammerdal 
ngaged on the construction during the yt %. manta ; : 
. 4 OC oO Lit nO A 
‘arly days of the enterprise, read a paper* OES TERSIN cs Nn y ole aaa 4 
it a meeting of the Retired Railway > Rs \_A ‘ b hyn % 
Officers’ Society on November 4, 1919, in 3 Svenstavikhy oO %, R Kcamfors s 
which he outlined some of his experiences [fs ao a Ange 
ailwy- . “+7 - 1 ‘ 8 7 gang af : 

mn railway construction under exceptional fig Lr, > aq \ SUNDSVALL 
onditions during the seven years which he Kongsvinger Kristinehamny Istockroim })To Give 

* See THE RaILway GAZETTE of November 14 Map of Northern Norway and Sweden showing the Lapland iron-ore 
1919, pages 634-5 railway between Narvik and ‘Luled 
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were non est, and the two locomotives and 20 ballast 
wagons had to be delivered on greased rails, placed on 
sleeper roads (box packing), built up level with the bulwark 
of the ship and hauled away by means of a crab. I was 
very pleased when we had the two locomotives safely 
erected, as placing boilers on frames with only the aid of 
two 10-ton jacks was a delicate job with inexperienced 
help. We had seven pairs of rails over after the loco- 
motives and wagons were erected, but the new engine 
shed was half-a-mile away from the end of the rails that 
the engines stood upon, and winter approaching. How- 
ever, a small steamer arrived with 750 tons of rails and 
fastenings, but they had not been paid for and we found 
that they were invoiced to the manager of the Riksbank, 
so we could not use them. Our local Swedish director 
came to the rescue and gave his personal bond for 50 tons 
of rails, which enabled us to get the locomotives into 
the shed before the winter set in. 

“ The last steamer left for Stockholm, which is 600 miles 
south of Lulea, on October 26, and we were frozen in until 
June 8 of the next year. Our nearest railway station was 
situated a five days’ sledge drive or 400 miles away. Five 
Englishmen were left at Lulea, which, being the capital of 
the county of Norrbotten, having an area about the size 
of England, was quite a busy place. From about Decem- 
ber 16 to January 6 the sun rises about 9.40 a.m. and sets 
about 12.40 p.m., but owing to the snow it is never really 
pitch dark at any time during the winter. 


Early Construction Difficulties 

1885 was practically a blank year with regard to con- 
struction, as our directors could not arrange the finance 
to carry on. We obtained a further 50 tons of rails to 
enable a 20-ft. bank, some 400 yd. long, to be made up. 
This linked up the formation, so that we could go ahead with 
rail laying for a distance of 9 miles as soon as the rails were 
released. We also received a further shipment of 1,280 tons 
of rails that year, but invoiced to the bank. During 1886 
money was forthcoming, and we had additional engineers, 
platelayer foremen, and engine drivers from England, 
while hundreds of Swedish navvies from the south of 
Sweden came up with the first steamers, together with all 
kinds of material, also provisions to feed the men and four 
English men cooks. I was put in charge of all traffic 
working for the construction, also shipping, as well as my 
own department, and as we had a 24-hour day (daylight 
from May 15 to August 15) I was kept busy. We laid rails 
that year up to kilometre 55, or about 34 miles.* In the 
late autumn one of our managing directors (Mr. Wilkinson) 
brought a party of Dutch financial men, accompanied by 
the Chief Engineer of the Dutch Government Railways, to 
view the line, and also to visit the Gillivare iron ore mines. 
This trip resulted in our being assured of finances sufficient 
to complete the line to Gillivare in the coming year. 

“In the middle of May, 1887, we began in earnest to 
construct 100 miles of railway, and we had to achieve this 
by December 31 or lose our concession. The Swedish 
Government was now fully alive to the fact that they had 
conceded a very valuable property to a foreign company, 
and when the concession was given it was well known in 
Stockholm that the authorities did not believe the line 
could be built, owing to’severe climatic conditions. We 
worked night and day shifts up till August 15, both on 
formation work and on rail laying when the formation was 
ready to receive the track. In many places we had to 
cross bogs which were nothing less than liquid mud, and 
in some places this soft mud was 40 ft. deep; but, as we 
were passing through forests, practically all the time we 
used up considerable brushwood and young trees to over- 


* The section from Lulea, via Boden, to Ljusa 
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come this soft ground. On two occasions it looked a 
both locomotive and wagons were doomed to disapp: 
but old George Powell, our rail-laying foreman, was a n 
of resource and saved the situation, assisted by some of { 
finest rail layers (Swedes) in the world. 


Line Built from Lulea to Gallivare 

‘‘We laid our 100 miles, reaching Gallivare at 6 p.m. 
December 31, 1887, thus saving our concession by 
hours, and although we only had six 13-in. four-coup| 
tank locomotives to do all ballasting, and rail and slee; 
transport from Lulea, the rail layers were stopped o: 
20 min. for the want of rails during those seven-and-a-| 
anxious months. During the winter we transported a f 
thousand tons of ore to Lulea, ready to ship as soon as 0 
water allowed vessels to come up.* 

“Unfortunately, the directors had despatched fi 
England the ss. Suana Nancy with our 100-ton Hydl wag 
elevator, main line freight engines, 25-ton ore wagons, et 
as late as the middle of November, and on her arrival 
had to be ‘sawn in’ the last 7 miles up to our qu 
We then worked day and night in 40° of frost until she w 
discharged and ‘ sawn out ’ again, but by this time it 
9 miles to open water, and all the lightships in the Balt 
had been withdrawn for the winter. The boat and cre 
were ill-prepared for such rigid weather. When she ha 
steamed for a few hours and became embedded in the i 
the captain and his crew had a 30-mile walk to the shor 
and abandoned their ship. All our stationmasters we: 
supplied with centigrade thermometers (quicksilver), an 
every morning at 10 o'clock it was their duty to send to 
headquarters a weather report. One morning we received 
the report from the Gallivare end of the line that all th: 
thermometers had burst. That night they had actually 
had 51° C. of frost, or 72° Fahr. We replaced all the quick 
silver with spirit thermometers, as we afterwards found out 
the quicksilver burst at 45° C. 

Despatch of Iron Ore 

“The year 1888 was devoted to ballasting and grading 
the whole line, laying out station yards and completing 
the line from Gillivare to the mines, a distance of about 
5 miles. Some iron ore cargoes were shipped to Germany 
and Middlesbrough as samples. The Swedish ironmasters 
in the south now began to see the red light, and caused the 
question to be raised in their Riksdag as to whether an 
export duty of 4s. a ton should not be imposed on the 
Norrbotten ores. This was negatived, but it scared the 
Dutch financiers and they stopped subscribing. Money 
was not forthcoming to pay the wages regularly, and only 
subs were given, but we had plenty of provisions and the 
men and their families lived on what they could get from the 
different provision stores. After about four months of 
this unsatisfactory state of affairs the miners and our 
navvies got tired of waiting, and this precipitated matters 
and caused the company to be placed forthwith in the hands 
of a receiver. Large numbers of the miners and navvies 
belonging to the south were paid off before the winter set in. 
The ss. Fairfield was frozen in this winter and remained in 
the Lulea harbour. 

Receivership 

“In 1889 the receiver sent out a barrister by the first 
steamer and the contractors also had a man to represent 
them. Influential ironmasters from England and Germany 
visited the works during the summer, but they feared that 
the Swedish Government would put difficulties in the way 
of the enterprise, as no part of the line had been officially 
opened for traffic. Further cargoes of ore were shipped 

* The jubilee of opening on March 12, 1888, from Gallivare to 
Lulea was marked by a special exhibition in the County Museum 
at Lulea two years ago 
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Three Beyer Peacock 0-6-0 locomotives hauling an ore train in the in 1894. 
early days of the Swedish & Norwegian Railway 


uring this summer, principally to Germany. Most of our 

mstruction engineers cleared out with the last steamer. 
\Ve kept the line open by running one train a week each way. 

‘ The Court decided in 1890 to complete our first section 
25 miles) to Boden, and try and get 
that part officially opened by the Swedish 
Government, but it was waste of money. 
lhe Swedish inspecting engineer, a major 
n the Engineers Corps, walked the whole 
length of the track and used the rail 
gauge on every third length of rails, call- 
ing attention to differences such as % in. 
wide to gauge. He hated his job, but 
had definite instructions from his Govern- 
ment to condemn the road ; the Swedish 
Government did refuse to allow the line 
to be opened. The receiver then decided 
to sell the line to the only customer 
ivailable, namely, the Swedish Govern- 
ment, and it obtained the Swedish & way. 
Norwegian Railway for £360,000, or seven , 
million kroners, a property upon which 
£1,500,000 had been spent by the English company. At 
the end of June, 1891, I received a cable telling me a 
locomotive superintendent’s job was vacant at Bilbao, and 
I at once returned home and obtained the post.” 


Completion of the Railway 
The foregoing vivid and first-hand account of some of 
the difficulties, as seen by an engineer on the spot, is but 
one aspect of a complicated financial situation which 
attracted lengthy notice in both the British and Dutch 





Kiruna-Narvik iron-ore train, Swedish State Railways 
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press over many years.* <A _ prospectus 
issued in October, 1888, by the Swedish 
& Norwegian Railway Co. Ltd., said that 
21 locomotives and 530 wagons were 
already on the line, and 5 locomotives and 
150 wagons in course of delivery. The 
Gallivare—Ofoten Fjord section was stated 
to be under construction and expected 
to be finished during 1890. Work was, 
in fact, begun at the Narvik end, but 
financial difficulties prevented much pro- 
gress being made. 

It would appear that no portion of the 
railway was opened to public traffic under 
company management, and that regular 
traffic was begun by the Swedish State 
Railways on the Lulea—Géillivare section 
The extension from Gillivare 

through Kiruna to the Norwegian frontier 

at Riksgrinsen, and the Norwegian section 
thence to Narvik were completed under State auspices 
early this century, and opened on July 15, 1903. 

This railway was the first portion of the Swedish State 
Railways to be electrified, when the administration desired 





in early Sharp Stewart 0-8-0 locomotive, Swedish & Norwegian Rail- 
Two of these engines were subsequently purchased by the Barry 


Railway and worked in South Wales 


to render itself independent of imported fuel. The 
necessary powers were granted in 1910 by the Riksdag 
(the Swedish Parliament) to convert the 129-km. (80-mile) 
stretch between Kiruna and the Norwegian frontier at 
Riksgrinsen, and this was opened in 1914 to electric 
traction on the single-phase system at 16,000 volts, 15 
cycles, with overhead contact and single catenary suspen- 
sion. In view of the successful working,t the Swedish 
State Railway Board in 1916 submitted a further proposal 
to extend the electrification southward from Kiruna to the 
Gulf of Bothnia. Work on the Kiruna 
Nattavara section was begun in 1917, and 
four years later on the Nattavara—Lulea 
portion ; the complete Swedish line has 
been worked electrically since August, 
1922. Krom Riksgriansen to Narvik, in 
the extreme north, the line belongs to 
the Norwegian Government, and electrifi- 
cation on the same system was carried 
out from 1921 to 1923. 

The ore trains on this line are heavy, 
and consist generally of between 40 and 
50 six-wheel hopper wagons, each taring 


* The columns of ourconstituent, The Railway 
News, recorded developments at length during 
the 1880s and 1890s.—ED., R.G. 

+ See THE RAILWAY GAZETTE, Electric Traction 
Supplement, December 15, 1933, pages 916-919 
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11 tons, and weighing, loaded, 46 tons. Thus a single 
train may weigh 2,300 tons. Of the wagons a proportion 
belongs to the Narvik iron-ore company, Luossavaara 
Kirunavaara A.B., a subsidiary of the Gringesberg- 
Oxelésund Company which owns the important iron-ore 
mines in the south of Sweden, and the rest by the Swedish 
State Railways. All trains have the Kunze-Knorr com- 
pressed-air brakes throughout, and the wagons run on 
SKF roller bearings. 

On the Swedish section the ore trains are hauled bv 
2-6-6-2 (or 1-C-C-1) type articulated electric locomotives 
as far as Abisko, where there are eight through roads, each 
capable of holding a train; thence alternate trains are 
taken over the remaining section to Narvik by Swedish 
and Norwegian locomotives, the latter of the same wheel 
arrangement, but in some respects 
of different construction, as, for ex- 
ample, in incorporating regenerative 
braking, which the Swedish locomo- 
tives do not. In the earliest days 
steam locomotives of the 0-6-0 type, 
built by Beyer, Peacock & Co. Ltd., 
were used, as many as three at the 
head of an ore train. Later 0-8-0, 
2-8-0, and 0-10-0, and, on the Nor- 
wegian section, 2-10-0, locomotives 
were used. Passenger trains are 
hauled throughout to Narvik by 
Swedish standard 2-6-2 (or 1-C-1) type 
locomotives, and the through trains 
incorporate sleeping and restaurant 
cars. Power for the Swedish section 
of the line is obtained from the hydro- 
electric station at Porjus on the 
Gillivare-Jokkmokk line. The route 
length of the main line in Sweden 
is 433 km. (269 miles), from Lulea 
to the Norwegian frontier, the total 
route mileage of electrified line, in- 
cluding the branches to the mines at 
Kiruna and Gillivare, is 287 miles, 
and the track mileage 365. The 
Norwegian section of the railway has 
a total length of 28 miles, and obtains power from the 
Municipal power station at Narvik. 

The amount of traffic carried on this single line is great 
and, during the time that Lulea is ice-bound, as many as 20 
loaded ore trains have been run in a day down to the port of 
Narvik. Something like 8,000,000 tons were exported from 
Narvik in the year 1937 when, because of the Spanish Civil 
War, ore supplies from Spain were cut off. Much of the ore 
from the mines at GAllivare is run during the summer to 
Lulea, but from Kiruna the ore goes mostly over the shorter 
haul to Narvik. The ore line when it was first completed 
throughout in 1903 had a carrying capacity of only about 
2,000,000 tons a year, but now, with electrification, colour- 
light signalling, heavier rails, and air-braked trains, it is 
able to handle from 10,000,000 to 12,000,000 tons annually. 
On the entire line the traffic handled in August, 1937, 
alone amounted to 1,200,000 tons. 


The Route and its Traffic 


A journey over the line is of unusual interest. As one 
proceeds northwards the vegetation becomes more stunted, 
and the forests of birch and fir gradually dwindle. The 
Arctic Circle is crossed at a point 134 km. (83 miles) north 
of Lulea, and 1 km. south of the appropriately-named 
station of Polcirkeln. Shortly before reaching GAllivare 
the country becomes a desolate and almost treeless wilder- 
ness, with practically no cultivation, and almost unin- 
habited, except for wandering Laps and the two mining 
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towns of Giallivare and Kiruna. The ore mines of Maln 
berget and Koskullskulle at the former place are some fi 
miles from the town and are reached by branch lin 
There are two principal mines at Kiruna, Luossavaara a 
Kirunavaara, also served by short branches. The Lapla 
ore crops out in the form of hills, and at night the brillia 
illumination of the workings makes a cheerful sho 
while by daylight one is reminded of the fact that faith « 
move mountains if it is backed by works, for here mounta 
of ore are literally being removed and transported to t 
ends of the earth. The summit of the line, 1,790 ft. ab 
sea level, is near Harra, between Gillivare and Kiruna, ai 
indeed, this is the highest point reached by any railw: 
in Sweden. Twenty miles short of the Riksgransen, 
the popular holiday hotel of the Swedish Touring Club 





Hopper wagons on jetty at Narvik discharging ore through chutes to ore ship 


Alisko. A special station serves the hotel which stands 
on the south shore of Lake Tornetrask and is open from 
March to September. For the 28 miles from Riksgriansen, 
on the frontier, over the Norwegian section down to Narvik 
the line drops some 1,600 ft. with a maximum gradient 
of 1 in 38. 


Ore Discharge at Narvik 


Narvik is a remarkable place, and thrives almost entirely 
on the export of the iron ore, of which enormous dumps are 
kept as a reserve. The extensive yards appear to be alive 
night and day when trade is brisk. Passenger trains stop 
at the town station, about 3 miles from the end of the line 
that serves the ore jetties and storage dumps. The ore 
trains are brought by the main line locomotives to the yard 
behind the jetties, whence they are broken up and shunted 
to the storage dumps by 0-6-0 (or C) type electric locomotives 
owned by the L.K.A.B. There are also a small number of 
0-6-0 steam shunting engines and an extensive network 
of 2-ft. gauge railways, partly electrified and partly worked 
by diesel tractors. A branch line leads to the railway 
jetty at Fagernes on the opposite side of Narvik bay, and 
also serves the passenger steamship berth. Narvik is 
notable as possessing the most northerly power signalling 
installation in the world. Snow is one of the recurring 
difficulties of railway operation in the north of Sweden, 
but rotary snow ploughs, introduced as long as 1906, make 
it possible to keep the ore line free of obstruction. 
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AN UNUSUAL BRIDGE REPAIR, L.N.E.R. 


Renewal of a defective abutment to 


a bridge carrying the L.N.E.R. 


over the L.M.S.R. at Uddingston 





Bridge carrying L.N.E.R. over L.M.S.R. at Uddingston, 
reconstruction 


MNHE L.N.E.R. double-line Hamilton branch is carried 

over the L.M.S.R. Carlisle—Glasgow main line by 

a 90-ft. span girder bridge near Uddingston, 8} 
miles from Glasgow. As the south abutment was leaning 
forward at the top by about 12 in., and recently began to 
show signs of further movement, it was decided to recon- 
struct it. There being insufficient space between the abut- 
ment and the L.M.S.R. main line to erect a temporary 
support for the main girders, a 12-ft. extension was bolted 
temporarily to the end of one of the main girders, so as 
to provide for a new bearing clear of the existing abut- 
ment, as shown in one of the photographs reproduced. 


showing temporary extension of main girder to facilitate 


of abutment 


The new bearing (shown in the second illustration) has 
been built behind the old abutment, and will ultimately 
be incorporated in it when rebuilt. 

By establishing single-line working on the L.N.E.R. 
branch it was possible to reduce the load on the lengthened 
main girder to such an extent that the stresses were less 
than those in the girder at its normal span. The other 
main girder will be similarly lengthened by the same 
extension piece when the abutment works have progressed 
far enough, and single line working will be transferred to 
the other side of the bridge. The work has not interfered 
with the L.M.S.R. signal rods and electrical apparatus. 











The electric train indicator board at Paddington station, Great Western Railway, the figures and letters of which 
have been treated with fluorescent powders, irradiated by ultra-violet lamps, resulting in greatly improved legibility 


during the blackout. 


The process is described on page 582, in “* Transport Services and the War” 
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Above : Deepdene Hotel, Dork- 

ing, the emergency general 

headquarters of the Southern 
Railway 


Left: Sitka, Elmstead Woods. 


the emergency headquarters of 


the Estate & Rating Agent. 


Southern Railway, and also of 


portions of the Advertising and 
Stores Departments 





Two views of the Woking Hutments headquarters of the London (West) Division, Southern Railway. The right-hand 
picture gives a good impression of the outside corridor 
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LORD ASHFIELD 
rd Ashfield has been reappointed 
irman of the London Passenger 
Transport Board for a further period 
of seven years from May 18. The 
appointing trustees, in reappointing 
Lord Ashfield, considered the vacancy 
on the board created by the approach- 
ing retirement of Mr. Frank Pick, 
Vice-Chairman, and decided that 

question of filling such 
ancy should stand adjourned 
for the present. 


fhe Postmaster General, the 
kt. Hon. W. S. Morrison, M.C., 
K.C., M.P., has appointed Mr. 
I. L. Orr-Ewing, M.P., to be his 
Parliamentary Private Secretary. 


\ir. Mackenzie King, the Cana- 
dian Prime Minister, has an- 
nounced the establishment of a 
Department of Munitions & 
Supply. The Hon. C. D. Howe, 
Minister of Transport, will be 
in charge of the new department 
for the present. The new depart- 
ment will mobilise Canada’s 
resources for the production of 
munitions and essential supplies ; 
it takes over the War Supply 
Board’s work, including pur- 
chases which are being made in 
Canada on behalf of the Allied 
Governments. 


Imperial Chemical Industries 
Limited announces the appoint- 
ment of three of its Directors to 
be Deputy-Chairmen ; they are, 
Mr. John Rogers (on Government 
service), Mr. J. G. Nicholson, 
and Lord Melchett. It is also 
announced that two new Direc- 
tors have been elected, Mr. 
I. W. Bain and Mr. A. J. Quig, 
both of whom were formerly 
Executive Managers. 

INDIAN RAILWAY STAFF CHANGES 

Mr. J. E. Heining has been appointed 
Deputy General Manager, N.W.R. 

Mr. Q. Z. Husain has been appointed 
Deputy Chief Engineer A.-B.R. as from 
November 17 last. 

Mr. R. S. Vipan returned from leave 
and resumed his duties as Deputy Traffic 
Manager, Commercial, A.-B.R., on De- 
cember 7 last. 


Mr. V. L. Thompson has _ been 
ippointed Deputy General Manager, 


\.-B.R., as from February 1, in place 
f Mr. E. B. Francis who reverted to 
is substantive post as Superintendent 
of Stores. 

We regret to record the death at 
Lahore, on April 3, of Mr. V. O. Raynor, 
Deputy Chief Commercial Manager, 
North Western Railway of India. 
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Mr. James Calder, D.L., J.P., for- 
merly General Manager for Scotland, 
London & North Eastern Railway, 
whose death we recorded in our issue 
of April 12, was born on June 15, 1869, 
on railway property, as his father was 
Stationmaster at Blackhall. Mr. Calder 
was educated at Shotts and Hamilton 
and in 1883 entered the service of the 
North British Railway Company. He 





The late Mr. James Calder, D.L., J.P. 


General Manager (Scotland), London & North Eastern 
Railway, 1923-1934, General Manager, North British 


Railway, 1918-1923 


gained experience at Hamilton, Lennox- 
town, and Craigendoran stations, and 
was transferred in 1887 to the District 
Superintendent’s office, Glasgow. Mr. 
Calder next held an appointment in the 
General Manager’s office, Edinburgh, 
from 1892 to 1903, and in the latter 
year was made Assistant to the General 
Manager. In 1918 he became General 
Manager. When the grouping of rail- 
ways took place in January, 1923, Mr. 
Calder was appointed General Manager, 
Scotland, London & North Eastern 
Railway, and held this position until 
his retirement in June, 1934. Since leav- 
ing the railway service he became Chair- 
man of the Niddrie & Benhar Coal 
Company, and a Director of the Carriden 
Coal Company, and of the Scottish 
Equitable Building Society. He was 
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also Deputy-Lieutenant of the County 
of the City of Edinburgh, and, during his 
period as a General Manager, Lieutenant- 
Colonel in the Engineer & Railway 
Staff Corps, Royal Engineers, Territorial 
Army, 

The funeral took place on April 10 
at Edinburgh on April 10, and among 
those present were : 


Mr. William Whitelaw, former Chair- 
man of the L.N.E.R., and Mr. J. 
Ballantvne, Chief Officer for Scotland 
of the L.M.S.R. The L.N.E.R. was 
also represented by Mr. George Mills, 
Divisional General Manager, Scottish 
Area (who also represented Mr. 
C. H. Newton, Chief General Manager 
of the L.N.E.R.), and by the following 
officers and ex-officers,~Mr. J. C. L. 
Train, Engineer, Scottish Area; Mr. 
T. E. Heywood, Mechanical Engineer 
(Scotland) ; Mr. J. H. Hunter, Solicitor 
& Rating Agent (Scotland); Mr. R. 
Gardiner, Superintendent, Scottish 
Area; Mr. G. S. Begg, Passenger 
Manager, Scottish Area (also repre- 
senting the Council of the St. Andrew's 
Ambulance Association); Mr. C. G. 
Jarrett, Hotels Superintendent, Scot- 
tish Area; Mr. W. A. Fraser, former 
Engineer (Scotland); Mr. J. I. G. 
Macgregor, Assistant Engineer, Scot- 
tish Area; Mr. G. S. Kellow, Assistant 
Goods Manager representing Mr. A. E. 
Sewell, Goods Manager, Scottish Area ; 
Mr. W. Philip, former Divisional 
Accountant, Scottish Area; Mr. J. 
Johnstone, Factor (Scotland); Mr. 
J. Hay, former Factor (Scotland) ; 
Mr. J. Ness, Assistant to the Divisional 
General Manager, Scottish Area; Mr. 
F. W. Lamb, former Assistant to 
Divisional General Manager, Scottish 
Area; Mr. J. McKenzie, District 
Superintendent, Glasgow ; Mr. A 
Hill, District Operating: Superintend- 
ent, Edinburgh ;..Mr. W. Lyle, District 
Operating Superintendent, Burnt- 
island; and Mr. H. B. Angus, District 
Goods & Passenger Manager, Edin- 
burgh. 

The Niddrie & Benhar Coal Co. Ltd., 
of which Mr. Calder was Chairman, was 
represented by Mr. J. G. B. Henderson, 
Director, Mr. Gilbert Morrison, Mining 
Engineer, and Mr. James’ Gibb, 
Secretary. The Scottish Amicable 
Building Society, of which Mr. Calder 
was also a Director, was represented 
by Mr. W. S. Allison, D.L., Managing 
Director. 

The City of Edinburgh was repre- 
sented at the funeral by its Lord 
Provost, Mr. Henry Steele. 

Mr. A. L. Smith who, as recorded in 
our issue of March 15 (page 385) has 
been appointed to act in succession to 
Mr. Wilson, as Transportation Super- 
intendent, New Zealand Government 
Railways, joined the department as a 
cadet in 1903, and after’ five -years’ 
training in Southland he was _ trans- 
ferred to Canterbury on promotion, 
and in 1914 was appointed Station- 
master at Coalgate. In 1915 he left 
New Zealand with the Canterbury 
Regiment, 10th Reinforcements. On 
his return to Christchurch in 1919 he 
resumed duty in the traffic branch. In 
1932 he was appointed Stationmaster 
at Greymouth and in 1933 goods agent 
at Christchurch. After experience in 
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Mr. A. L. Smith 


Appointed Transportation Superintendent, 
ew Zealand Government Railways 


the Commercial Branch at Wellington 
he was in 1937 promoted to Assistant 
Traffic Manager, Wanganui, and in 1938 
was transferred to Wellington as Dis- 
trict Traffic Manager 


Mr. G. T. Wilson, Transportation 
Superintendent of the New Zealand 
Railways who, as announced in our issue 
of March 15 (page 385), relinquished 
charge of his duties on January 22, 
after 41 years’ service with the depart- 
ment, joined the department as a cadet 
at Dunedin in 1899. He worked in 
various Capacities in that district 
and was appointed Assistant Relieving 
Officer in 1908. Later he was Station- 
master at Allanton, and was then pro- 
moted to the District Traffic Manager’s 





{bdel 


Aziz Bey Mohamed 


Appointed Secretary General, 
Egyptian State Railways 
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Office. In 1917 Mr. Wilson was trans- 
ferred to head office, Wellington, and 
from 1924 to 1928 was associated with 
the Commercial Branch as Chief Clerk 
and Senior Business Agent. In 1932 
he was appointed District Traffic Mana- 
ger at Auckland, and in 1935 he became 
T-ansportation Superintendent, with 
headquarters at Wellington. His experi- 
ence has been of assistance in the 
designs of the new stations and yards 
at Frankton Junction, Palmerston North 
Stratford, Te Awamutu, and Christ- 
church, and he has been actively con- 
cerned in the fixing of station sites and 
the designs of the stations and yards 
on the various deviations, duplications, 
and new lines. Amongst extra-depart- 
mental activities upon which he has 
been engaged from time to time, Mr. 
Wilson is Chairman of the National 
Transport Committee for the Centennial 
Exhibition, being held in New Zealand, 





The late Mr. W. S. Every 


Signal Engineer, London Passenger 
Transport Board, 1933-1940 


which was opened at Wellington on 
November 8. 


Abdel Aziz Bey Mohamed, who, as 
announced in our issue of March 29 
(page 467) has been appointed Secretary 
General of the Egyptian State Railways, 
graduated at the School of Engineering 
at Giza in 1920. He was on mission in 
England from 1920 to 1923. In the 
latter year he joined the Mechanical & 
Electrical Department of the Egyptian 
Ministry of Public Works, where his 
duties consisted of maintaining and 
running pumping stations for irrigation 
and drainage. He was also concerned 
with large electrical and draining pro- 
jects in the North Delta and Upper 
Egypt. In 1934, Abdel Aziz Bey 
Mohamed was appointed Works Mana- 
ger of the Government Workshops at 
Bulaq, and the next year was trans- 
ferred to the Head Office as Deputy 
Director General. He was later made 
Director of the Mechanical Section, 
Barracks Department, the position he 
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Mr. G. T. 


Transportation Superintendent, 
New Zealand Government Railways, 1935-194 


Wilson 


now relinquishes to become Secret 
General of the Egyptian State Railwa 


We regret to record the death 
April 12 of Mr. William Stephen Every 
Signal Engineer to the London Pass 
ger Transport Board. Mr. Every, who 
was born in 1875, entered the service 
the Underground Electric Railways (¢ 
of London Ltd. in 1905 as an inspector 
of installations & signal work, and late 
became a general inspector. In May 
1919, he was appointed Signal Engineer 
and in 1921 was given the rank of 
Officer. On the formation of the Lo 
don Passenger Transport Board in 1933 
he was appointed Signal Engineer to 
the board, and in 1939 was given th¢ 
status of a Principal Officer. He has 





Khalil Bey Fahmy 


Appointed Chief Engineer, Way & Works, 
Egyptian State Railways 
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been a member of the Institution of 


Rvilway Signal Engineers since 1919 and 

w.s President for the year 1928-29. 
<halil Bey Fahmy, Assistant General 

Manager, Egyptian State Railways, 


who, as announced in our issue of 
rch 29, has been appointed Chief 
gineer, Way & Works, was born 
1890 and is the son of a station- 
ister. He completed his education at 
School of Engineering, Giza, in 
13, and entered the Irrigation Depart- 
ent as a Provincial Engineer. In 1919, 
Assistant Director of Works, he 
rked on large irrigation projects in 
1e Eastern Delta, and was transferred 
Tanta as Acting Director of Works in 
23. In 1925, he joined the Way & 
orks Department of the Egyptian 
ate Railways, as Head of the Ma- 
‘rials & Tools Office, and in 1926, 
ansferred to the Stores Department 
Assistant Superintendent of Stores, 

1 which department he remained until 
1935 by which time he had attained 
the rank of Deputy Superintendent of 
Stores. In 1935, Khalil Bey became 
\ssistant General Manager and in the 
next year had also the title of Acting 
Superintendent of Stores. He held both 
these posts until his appointment as 
Chief Engineer, Way & Works, this year. 


om = - 
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We regret to record the death on 
\pril 12, in his 8Ist year, at Abinger 
Hall, Surrey, of Thomas Cecil, Lord 
Farrer, who had from an early age 
taken a close interest in railways. He 
was the eldest son of the first Lord 
Farrer, a distinguished Civil Servant at 
the Board of Trade, and succeeded him 
in the title in 1899. As joint author 
with FE. Foxwell of ‘“ Express Trains 
English and Foreign ’’ published in 1889 
he stimulated a public interest in rail- 
way speeds which has grown ever since. 
In 1896 he was elected to the board of 
the former Midland Railway Company, 
and resigned in May, 1911. During that 
period he showed great timetable in- 
terest and it was through his influence 
that in 1901 a complete re-casting of 
the Midland Anglo-Scottish services was 
inaugurated and that the high level of 
Midland passenger train working which 
prevailed thenceforward to 1914 was 
attained. He was also one of the first 
directors of the Underground Electric 
Railways Co. of London Ltd., to the 
board of which he was elected in 1902, 
and continued as such until the eventual 
dissolution of that company as a result 
of the formation of the London Passen- 
ger Transport Board. In January, 1903, 
he became a Director of the Brompton 
& Piccadilly Circus Railway Company, 
which changed its name to the Great 
Northern, Piccadilly & Brompton Rail- 
way Company on acquisition of the 
powers granted to the Great Northern & 
Strand Railway Company. After the 
formation of the London Electric Rail- 
way Company by the amalgamation of 
the Piccadilly, Bakerloo, and Hamp- 
stead lines, Lord Farrer became in 1910 
its Deputy-Chairman, holding that office 
until the dissolution of the company 
under the London Passenger Transport 
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Act, 1933. From June, 1920, until 


1933 he was a Member of the Lots 
Road Power House ‘Joint’ Committee. 
Lord Farrer had also had for many years 
important interests in South American 
railways. He was Chairman of the 
Cordoba Central Railway Co. Ltd. from 
1910 until after the purchase of the line 
by the Argentine Government, and at 
the time of his death was Chairman of 
Cordoba Central Trust Limited, a 
holding company formed to administer 
the finances and non-railway property of 
the undertaking. He had also been a 
Director for many years of the Entre 
Rios Railways Co. Ltd. He was Chair- 
man of the commission which issued 
a report in December, 1904, on the 
Egyptian State Railways. At the 
sessions of the International Railway 
Congress in 1900 at Paris, in 1905 at 
Washington, and in 1910 at Berne, he 
was one of the British railway delegates. 
The funeral took place at Abinger 
Parish Church on Monday, April 15. 

The Hon. Cecil Claude Farrer, O.B.E., 
succeeds to the title of his father, Lord 
Farrer. The new peer is Director of 
the Foreign Division of the Depart- 
ment of Overseas Trade. 


Mr. Arthur Steuart Gladstone, J.P., of 
Wallingtons, Kintbung, Berkshire, who 
died on January 6, has left estate valued 
at £148,700 (net £129,076). Mr. Glad- 
stone was formerly a Partner in Messrs. 
Ogilvy, Gillanders & Company, East 
India merchants of London and Cal- 
cutta. He was the son of the late Mr. 
Robert Gladstone, at one time Chair- 
man of the Mersey Docks & Harbour 
Board. 


We regret to record the death on 


April 14 of Sir George Buchanan, 
B.o.5.8. Sir George was born on 
April 20, 1865, and received his early 
training in the Tyne dockyards. His 


services were in demand in all parts 
of the world for advice on railway 
harbour, dock, and river works, and in 
1925 the Commonwealth Government 
summoned him to Australia to make an 
exhaustive examination of transport 
facilities. He received his knighthood 
in 1915. 


Mr. J. Edgar Coulter has been elected 
President of the Canadian Pacific Ex- 
press Company in succession to the 
late Mr. Thomas E. McConnell, and will 
now bear the title of President & 
General Manager. Mr. Coulter, who was 
born in Toronto in 1890, entered the 
service of the company in 1903 and was 
appointed Chief Clerk to the President 
in 1911. He has been, at various times, 
Assistant to the Vice-President, Assis- 
tant to the President, General Super- 
intendent, General Manager, and, as 
announced in our issue of February 16, 
was appointed Vice-President & General 
Manager. His appointment as President 
with headquarters in Toronto dates from 
April 1, and he has also been elected a 
Director. 

We regret to record the death on 
April 10 of Sir William Meade-King at 
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the age of 81. Among the many engi- 
neering works with which Sir William 
was connected were the Manchester Ship 
Canal and the North Eastern Railway. 
He was a member of the Institution of 
Civil Engineers for more than 40 years 
and was holder of the George Stephenson 
Medal and a Telford Premium. 


We regret to record the death on 
Saturday last, April 13, of Mr. =; 
Ashton, Secretary of the Pullman Car 
Co. Ltd. Mr. Ashton had been asso- 
ciated with the company for 20 years in 
the capacity of Chief Accountant and 





The late Mr. E. A. Ashton 


Secretary of the Pullman Car Co, Ltd., 
1928-1940 


Assistant Secretary, when, on the retire- 
ment of Mr. Thomas Powell, he was 
appointed Secretary. Mr. Ashton was 
then a Fellow of the Incorporated 
Secretaries’ Association, but he after- 
wards became a Fellow of the Chartered 
Institute of Secretaries. The funeral 
took place yesterday (Thursday) at 
Mortlake Crematorium. 


A notice, dated April 11, 1940, is given 
in The London Gazette of April 16 that 
the partnership heretofore subsisting 
between Neil Brodie Henderson and 
John Duncan Campbell Couper carrying 
on business as civil engineers under the 
style or firm of Livesey & Henderson has 
been dissolved as from March 31, 1940. 
The said Neil Brodie Henderson and 
John Duncan Campbell Couper will 
continue to carry on the said business 
in partnership with Andrew Brodie 
Henderson under the style of Livesey & 
Henderson as heretofore. 

We regret to record the death on 
April 14 of Mr. Percy Fitz-Patrick 
Rowell at the age of 65, Mr. Rowell was 
Assistant Secretary of the Institution 
of Electrical Engineers from May 12, 
1904, until February 1, 1909, when he 
became Secretary. He was, of course, 
Secretary of the institution at the time 
it received its Royal Charter in’ August, 
1921. He retired last year. 
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TRANSPORT SERVICES AND THE WAR—34 


Possibilities of holiday travel—-War effects on the East Coast route—Fluorescent lighting 
in Great Britain and Germany—The Reichsbahn in German-occupied Poland—Transit 


traffic between Russia and Germany—Restricted services in Holland—Empire Airways 


The effect of the war on British railway services formed 
the subject of a series of Questions in Parliament last week, 
designed to secure Ministerial announcements regarding 
the intentions of the Government concerning the possibilities 
of holiday traffic this summer, and of improvements in 
passenger facilities in general. 


Holiday Travel 

Thus, on April 10, Capt. Euan Wallace, the Minister of 
Transport, said in response to a Question that the Government 
recognised the great importance of enabling workers to enjoy 
leisure and recreation, and it was intended to provide railway 
facilities at reduced fares so far as was compatible with the 
performance of the primary wartime duty of the railways, 
namely, to give precedence to the movement of Government 
and other essential traffics and to the maintenance as far as 
possible of ordinary passenger services. It was not yet 
possible, he added, to make any general announcement as to 
the arrangements which will be available for holiday travel 
during the summer months. 


London Suburban Services 

That great and unnecessary hardship was being caused to 
users of the suburban lines of the Southern Railway, by 
reason of the drastic reduction in the services, was contended 
in another Question on April 10. To this Capt. Wallace 
replied that, owing to the demands made on the railways for 
the carriage of Government and other essential traffics, 
including coal, the suburban services had been reduced, but 
so far as possible during the slack periods. The position was 
constantly under observation by the railways, and the existing 
services were being augmented whenever this could be done 
without interfering with the carriage of essential traffics. 


Railway Rolling Stock 

An enquiry of April 10 asking what had become of the 
railway carriages which were used on the Silver Jubilee, 
Coronation, and Pullman trains, and suggesting that only 
the oldest carriages were in use now, elicited the reply from 
Capt. Wallace that all the main-line stock, new as well as old, 
was at present in use except the special carriage sets used on 
the Silver Jubilee, Coronation, Pullman, and other high-speed 
trains. These sets afforded less seating accommodation than 
the ordinary sets, and had been withdrawn as in present 
conditions it was necessary to provide the maximum seating 
accommodation on the reduced services now being operated. 


The East Coast Route 

Passenger conditions on the East Coast route of the L.N.E.R. 
were the subject of two Questions on April 10. Capt. Wallace 
stated that, during the past six weeks, owing to the very 
heavy loading on the Newcastle to King’s Cross route, the 
trains had been, on an average, half an hour late in reaching 
King’s Cross. The L.N.E.R. hoped to be able to improve 
the running of these trains, but nobody knew better than the 
questioner (the Member for Spennymoor) that the trouble on 
this line was due to the special coal trains, and it would be 
a pity to make alterations to the timetable if there was 
reasonable hope of getting the trains back again to punctual 
running on the present schedule. 

Concerning the reservation of seats in L.N.E.R. trains 
during daytime, Capt. Wallace said that the facility was 
afforded to certain persons travelling on Government business 
with secret plans and documents. Accommodation was also 
reserved on occasion for mental patients, prisoners of war, 
military prisoners, and convicts and their escorts. 

On April 11 Mr. Geoffrey Lloyd, the Secretary for Mines, 
gave a written reply to the Questions as to whether he was 
satisfied that unnecessary long-distance railway transport of 


coal was being reduced to a minimum ; and whether he c 
state the extent to which North Country coal was bi 
transported by railway to the South of England. He s 
that coal amounting to the extent of approximately 63,000 t: 
a week was being sent by rail from Northumberland a 
Durham to London and the South of England on account 
exceptional conditions. He was fully aware of the desirabil 
of reducing rail hauls as much as possible, but was satisfi 
that it would not be desirable to reduce this traffic at 

present time. 


Modified L.N.E.R. Train Services 

Owing to pressure on the principal services between Kin 
Cross and Scotland, which has necessitated the running 
formations of 20 coaches and upwards, it has been fou 
necessary to run certain of these trains in duplicate daily fr 
April 15. The 10 a.m. down Flying Scotsman is therefi 
being relieved by a train at 9.50 a.m. for Newcastle, maki 
the same stops, and the 1 p.m. down has a relief at 12.45 p 
to Newcastle, calling at Grantham, York, and Darlingt 
only and reaching Newcastle at 6.35 p.m. The 10.15 p 
Night Scotsman is relieved by a 10.30 p.m. to Newcastle.  ‘ 
Fridays only a train is run from King’s Cross to Newcast 
at 3.50 p.m., relieving the 4 p.m. Leeds express. Restaura 
cars are run on the 9.50 a.m., 12.45 p.m., and 3.50 p. 
departures. In the reverse direction the 8 a.m. from Ne\ 
castle is relieved by a 7.55 a.m. express, calling only 
Darlington, York, and Grantham, and reaching King’s Cro 
at 1.53 p.m.; similarly the up Flying Scotsman is precec 
by a 12.35 p.m. from Newcastle, arriving at King’s Cross a 
6.55 p.m. This means that the Flying Scotsman itself arriy 
still later, at 7.3 p.m., or all but half-an-hour behind th 
accelerated time which figured in the emergency timetabk 
of December 4 last, and a total journey of just over 9 hi 
from Edinburgh. Restaurant cars are run on the 7.55 a.n 
and 12.35 p.m. from Newcastle to London, The withdrawa 
of third class sleeping cars on the East Coast route, which 
became effective on February 26, still continues, and first clas: 
sleeping accommodation is confined to a single car each on 
the 7.15, 10.15, 10.30, and 11.30 p.m. expresses from King’ 
Cross and the corresponding up trains. There is no restora 
tion of the 7.25 a.m. express from King’s Cross to Leeds, the 
3 p.m. from Leeds to King’s Cross, the 10.45 a.m. from New 
castle to King’s Cross, or the 8.15 a.m. and 10.45 a.m. semi-fast 
services from King’s Cross and their corresponding up work 
ings. Asa result, the extra stops introduced into the schedules 
of the principal expresses are still operative, together with the 
lengthened journey times so made necessary. 

As regards London suburban services, a new timetable of 
the services to and from King’s Cross, Moorgate, Broad 
Street, and Marylebone was published on April 14, showing in 
particular the changes made necessary by the extension of 
the L.P.T.B. electric services from East Finchley to High 
Barnet. All the L.N.E.R. and L.M.S.R. trains previously 
run to High Barnet now terminate at East Finchley, where 
a change of trains is necessary for passengers by them 
proceeding further. 


Fluorescent Lighting at Paddington 


Since the outbreak of war, constant efforts have been made 
by the main-line’ railways to overcome the disabilities suffered 
by passengers as a result of the blackout. The latest endeavour 
to achieve this end, and at the same time keep within the 
lighting restrictions, has been made by the Great .Western 
Railway Company. At Paddington station the train arrival 
indicator in the circulating area has been treated with 
fluorescent powder. The board, which is 30 ft. wide and 
16 ft. high, consists of eight banks of station names headed 
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Painting the German name of Posen on the former 
Polish railway station of Poznan 


large numerals indicating the time the train is due, the 
tform number, and, if necessary, the number of minutes 
These letters -and figures together with the words 
irrival indicator '’ at the head of the board and the clock in 
centre have been treated with an adhesive base on which 
jorescent powders supplied by the General Electric Co. Ltd. 
ve been applied. No fewer than 8,000 letters were involved 
the process. 
Che board is irradiated by three 125-watt Osira black glass 
tra violet lamps in wide angle dispersive reflectors.’ This 
stallation, which seems likely to pioneer the case for 
iorescent lighting of public signs, was carried out with 
(;.E.C. equipment ; the contractor was Griffiths & Millington 
limited, and the plan was executed in conjunction with the 
G.W.R. We have seen the indicator board in operation 
iring the past week and the treatment is very effective in 
rowing into prominence during the hours of darkness the 
ssential information registered on the board, which becomes 
iore easily read than in daylight. The treatment which has 
een adopted for the indicator board has been used by the 
:.E.C. on posters advertising its Osram lamps. It was first 
ied at King’s Cross station and since then has been adopted 
t a number of other railway stations both in London and 
ie provinces. Railway stations have been found especially 
uitable for the display of posters so tréated, as they provide 
overed situations giving full scope to the fluorescence. 


Wartime Lighting in Germany 

Despite the lengthening of days at this time of the year, 
which reduces the inconvenience to the travelling public of 
blackout regulations, there are still many hours of the night 
that are affected in most of the belligerent countries and 
ome of the neutrals by A.R.P. lighting regulations. <A 
feature upon which comment has been made more than once 
by members of the British R.A.F. who have flown over 
\ustria and Bohemia, has been the comparatively normal 
lighting of Vienna and Prague and other important centres. 
it would seem that in territories more recently absorbed by 
Germany the regulations are not so rigidly applied as in the 
Id Reich, although apparently a rapid system of town 
lighting extinguishing has been evolved. In Germany proper, 
treet lighting (and indeed all lighting which may be seen 
from the air) was abolished in principle at the beginning 
of the war, with the result that various forms of hooding 
ind other obscuring devices have been introduced. 

The German A.R.P. department, the Reichsanstalt der 
Luftwaffe fiir Luftschutz, was established in July, 1936, and 
in the two years to June, 1938, it issued 800 trading permits 
enabling specified articles which, after examination, are 
found to ‘‘ possess special suitability for air raid protection ’’ 
to be described as LS-Gerdt (A.R.P. requisites). Other 
irticles which are of use for A.R.P. but not exclusively so, 
may be described, without special permit, as “‘ also for 
A.R.P.’’ Blackout regulations were issued on May 23, 1939, 
by the Reichsanstalt der Luftwaffe fiir Luftschutz, and, at 
the outbreak of the war, it became necessary to comply 
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Railway bridge over the Memel at Tilsit, an 
important structure on an international main line 


with these regulations ‘‘ quickly and with the utmost 
economy of material.’’ Special problem was provided by 
the great modern workshops and factories with walls and 
roofs mostly of glass. Blue paint, of course, interfered with 
daytime work. The railway workshops have experimented 
with green-painted windows and a complementary shade of 
orange on lighting bulbs, with more powerful lamps then 
installed. In some cases central lighting was abandoned. 

In the early stages of the war the blackout in Berlin was 
described by a neutral journalist as complete. Until 6 p.m. 
street traffic lights remained alight, but were then switched 
off, leaving unrelieved blackness. About December 12, how- 
ever, Berlin reintroduced street lighting (before London) 
using a slotted shade over the lamp. By the beginning of 
this year a new yellow blackout paint, described by observers 
as ‘‘ singularly effective,’’ appeared on the steps, pavement 
edges, and pillars of several of the Berlin railway stations. 
The maker of this yellow paint is the German Dye Trust 
(I. G. Farbenindustrie) which has conducted experiments for 
some years past into the possibilities of producing cheap 
and intensely luminous paint. On January 18 it was stated 
that the Potsdamer Platz, one of Berlin’s busiest squares, 
now shines in mild silvery-yellow light every night to facili- 
tate traffic in general and to guide pedestrians. It is claimed 
that this light is not detectable from above. 


Posen Divisional Management 


A Reichsbahn divisional management has been established 
in the building formerly occupied by the Posen divisional 
management of the old Prussian State Railways. The lines 
under its control are mostly in the Warthe country. It is in 
the province of Posen that the most complete, calculated, and 
thorough damage was wrought by the Poles, so that very 
extensive reconstruction work was required to restore railway 
communication. At first the neighbouring divisional manage- 
ments partly restored the sections to working order, but, 
when the Posen management was established, it undertook 
the work itself. Its main lines are important through routes ; 
in the north—south direction for the industrial traffic from 
Upper Silesia to East Prussia and the seaports of Danzig 
and Gdynia (Gotenhafén), as well as Stettin to some extent ; 
from west to east they carry the through traffic between 
Central Europe and the capital city of the Soviet Union, 
Siberia, and Eastern Asia. 


Konigsberg Divisional Management 

The Reichsbahn divisional management at K6nigsberg 
was responsible for the task of restoring the working of lines 
in the Danzig and Dirschau areas. Through expresses 
between Berlin, Memel, and Eydtkuhnen (Eydtkau) have 
been running again since October 18. The division has also 
carried out important restoration work on the former Polish 
sections of railway to the south of the province of East Prussia. 
In the spring of 1939 the lines in the Memel territory were 
re-united with the Ko6nigsberg division. One of the accom- 
panying illustrations shows the Memel bridge at Tilsit, over 
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Restored railway bridge over the Dunajec on the 
Krakow—Przemysl main line 


which the traffic passes northwards to the port of Memel. 
The division plays an important part in eastern European 
international traffic. Over its lines pass the traffic from the 
Baltic states, and their transit traffic from Finland and 
Soviet Russia, as well as traffic crossing the frontier to Germany 
from Russia direct. There are also connections to the Ostbahn 
of the Krakow ‘‘ General Government.”’ 

Immediately Germany invaded Poland the important 
Vistula bridge, in the corridor territory on the main Berlin- 
Konigsberg line, was blown up. German sources credit the 
Polish Forces with having carried out the task to impede the 
invaders. German railway pioneer troops established a 
temporary wartime bridge in the very short time of six weeks 
to replace the damaged structure. On October 15 the new 
one was formally handed over by the military authorities to 
the Reichsbahn ; the bridge was used for military trains the 
next day, and on October 18 it was opened by Dr. Dorpmiiller, 
Reich Minister of Transport, for the through traffic between 
Berlin, Memel, and Eydtkuhnen via K6nigsberg. Traffic to 
and from East Prussia was entirely suspended for a time 
after the German invasion of Poland, and was then resumed 
via the so-called East Prussian Sea Service (Seedienst Ost- 
preussen). On October 2 a land service was set up again as 
follow Berlin (Stettin station) depart 8.40 a.m., Danzig 
arrive, 4.52 p.m., Dirschau arrive 5.28 p.m. A ferry had 
then to be used, and a bus service was inaugurated arriving 
at Liessau at 6.50 p.m. Marienburg was reached at 7.6 p.m., 
and Ko6nigsberg 9.7 p.m. There was a corresponding return 
service from the last-named station at 7.46 a.m. reaching 
Berlin at 8.39 p.m. Customs and currency formalities were 
maintained at the former Danzig Free City boundaries 
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Dr. Dorpmiiller inspecting the new bridge over 
the Vistula at Dirschau 


and passengers could not alight in former Polish territ: 

A bus service also ran between Danzig and Elbing in connect 
with this working. Passenger service of course reverted to 1 
all-rail route on October 18, and goods traffic was then diverted 
from the sea route. 


Krakow General Administration for the Ostbahn 


he railways in the German-occupied territory of Pola 
now under the ‘‘ General Government ’’ at Krakow, are be 
managed by a general administration for the so-called Ostba 
(Eastern Railway), situated in the same place. In this territo 
very extensive reconstruction works have been necessary 
the result of damage done by the Poles themselves and | 
the German invaders. Railway pioneer companies from tl 
German Forces and thousands of railwaymen from the Reich 
made rapid progress, often in the face of highly unfavoural! 
circumstances, in restoring the railways to a condition 
take traffic again. The train services in this territory ar 
being carried on by the administration with the aid of a special 
organisation, in which Polish railwaymen are stated to be 
employed under German direction. The Ostbahn lines ar 
of special importance for the through traffic to and fro 
middle and eastern Europe, serving principally, owing to 
their geographical position, the transit traffic between Germany 
on the one side and Russia and Roumania on the other. The 
railways around and in Warsaw also come under this manag 
ment. One of our illustrations shows a bridge over the 
Dunajec river, on the double-track Krakow to Przemysl lin 


which was blown up. Austrian pioneer troops rapidly restored 


the bridge for single-line working. 





to Egypt. Left: Leaving Wellington station. 
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Transit between Russia and Germany 

or some weeks past we have refrained from commenting 
‘ he transit situation through the Russian-occupied part of 

ind, as the contradictory form of many of the reports 

this quarter of Europe has been further confused by the 
ere weather conditions, which have made it virtually 
ossible to separate the effects of political conditions from 
se of nature. The position up to the beginning of February 

described at some length at pages 196-7 of our February 9 

, When we published a map of the region. On February 5 

vas reported from Moscow that the Soviet authorities were 

verting to the Russian 5-ft. gauge the railway linking 
many and Roumania across Galicia, a surprising state- 
nt in view of the alleged understanding between Germany 
| Russia that this link should be left on the standard 
ige. At the beginning of February the German illustrated 
pers reproduced photographs of the grain transfer from the 
ssian broad-gauge cars on the frontier. Grain was shown 
ng shovelled into bins on wheels which are pushed by hand 
ross the platform, and tipped into standard-gauge cars on 

other side. We have previously shown that there are 
ind reasons for believing that 5-ft. gauge lines now extend 
to Przemysl, on the Russo-German ‘“ mutual interest ”’ 
mtier, but the presumption was that both gauges were 
vailable on the Lemberg-—Przemysl section, which is common 

both the Russia—Germany and Roumania—Germany 
utes 

he conclusion of a new Russo-German Railway and 
rontier agreement was reported by the German radio on 
lebruary 7, and it was stated that the agreement provided 

x special railway tariffs for the transport of wheat, oil, 
teel, manganese ore, and other articles, as well as for the 
ise by either party of the frontier railway stations. It was 
idded that special arrangements had been made for dealing 
vith the transfer between the Russian and the standard gauge. 
\ Roumanian press report said it was believed that the agree- 
ment included a provision that the trains running eastward 
from Roumania across Eastern Galicia should be guarded by 
German police to prevent their being looted en route, as was 
the case when the traffic was first reopened. The Times 
correspondent in Bucharest wrote on February 15: ‘A 
vell-known Roumanian business man told me that German 
importers from Roumania are refusing to have their goods 
consigned via the Oraseni—Lemberg—Krakow—Beuthen 
oute crossing Russian Poland, as whole trains appear to have 
been lost or diverted, although this was denied in Germany 
ind Russia.’’ Another assertion that the Russians were 
deliberately impeding the delivery of Roumanian goods to 
Germany was made on February 20 by the New York Times 
correspondent who visited the Russo-Roumanian frontier. 
He stated that no tank cars had passed over this line for 
Germany, and that Russia held up consignments of food and 
timber lwo days later the Berney Tagwacht quoted a Breslau 
correspondent as saying that oil from Roumania was reaching 
Germany in lorries and even horse-drawn vehicles. 

Further attention was directed to transit traffic over this 
route on February 23, when it was reported from Bucharest 
that 100 Roumanian tank wagons (part of 300 stated to have 
been loaned by Roumania to Germany) arrived at Constanza 
to load Russian oil off a Russian Black Sea tanker and transport 
it to Oraseni for transhipment there to German rolling stock. 
Then, on February 28, an Ankara message stated that the 
German authorities had instructed Roumania not to send 

a Soviet-occupied Poland any railway wagons loaded with 
foodstuffs for Germany, but to despatch them through 
Hungary. It was alleged that food trains were pillaged while 
in Russian hands. 

On March 2 a train of German tank wagons from Varna 
is stated to have passed through Roumania for Germany, 
via Jugoslavia. Thereafter nothing was heard of the Constanza 
route until March 28, when reports of port labour difficulties 
and inadequate equipment at Constanza were stated to have 
made that route impracticable. 

Meanwhile, reports that rail transport between Roumania 
and Germany through Soviet-occupied Poland had _ been 
brought to a standstill were denied in Berlin, according to the 
Basle Nationalzeitung. The Basler Nachrichten reported that 
four trains a day were now passing along the railway close 
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to the Hungarian frontier, referring presumably to the minor 
line leaving the main route at Stanislawé6w and running via 
Styrj and Chyréw to Przemysl. It added that goods from 
Roumania could not be carried on the nearby main line through 
Lemberg, as the Russians were already working on widening 
the gauge to the Russian 5-ft. standard. It was denied in 
Berlin that any German workmen had been loaned to Russia 
for this purpose The New York Times representative at 
Oraseni returned to the subject on April 8, once more alleging 
that the Russians were deliberately impeding traffic from 
Roumania to Germany via Lemberg. He stated that ‘‘ not 
a single oil tank wagon has left Roumania, and the Russians 
are seeing that as little food as possible gets through.’’ He 
confirmed that the railway remained standard gauge, left so 
in accordance with the agreement of last year between Russia 
and Germany, and stated that the sole traffic had been 692 
empty and 661 loaded trucks. It is possible that Russia is 
leaving as standard gauge only the minor line through Styrj, 
and has converted all the railways around Lemberg. In any 
event, it seems clear that the transit arrangements are by 
no means happy. . 

Bucharest reports of April 8 referred to ‘“‘ feverish prepara- 
tions "’ for transporting Russian oil to Germany via Bulgaria, 
and credited the Bulgarian railway authorities with having 
begun doubling the line from Varna, on the Black Sea, to 
Russe (Rouschouk), on the Danube. On a stretch of about 
75 miles, work is said to have been begun simultaneously at 
ten points and the doubling is expected to be finished about 
midsummer. German technicians and Bulgarian workmen 
are stated to be installing storage tanks and providing facilities 
for pumping the oil into tank barges at Russe, and providing 
unloading facilities at Varna. 


Summer Services to the Near East 

Details which have been made public concerning the 
European summer train services, to come into operation on 
May 19, show that the Simplon-Orient Express on four days 
weekly will not only carry through sleeping cars between 
Paris and Istanbul, but the through sleeping facilities will 
be extended to and from Calais. Similarly the through 
German sleeping car train, on the other three days in every 
week, will incorporate a section from Berlin, via Prague, 
and a restored section from Brussels (this normally starts at 
Ostend), via Cologne, Munich, and Vienna. In addition to 
these first and second class trains-de-luxe, a daily through 
service, first, second, and third class, will run between Paris 
and Istanbul, and from Belgrade to Istanbul this train will 
also carry through first, second, and third class accommodation 
from Munich to Sofia, first and second from Vienna to Istanbul, 
and third class from Budapest to Istanbul. Sleeping accom- 
modation will be provided between Belgrade and Istanbul. 
In the reverse direction similar arrangements will apply. 

The Taurus Express is to begin running through from 
Haidar Pacha to Baghdad during June, but we understand 
that the precise date has not yet been fixed. 

Frontier Train Services 

Train services across the German frontiers with both Hol- 
land and Belgium remain severely restricted. On the Nieu- 
weschans to Leer line in the north of Holland four trains each 
way are operated by the German Reichsbahn ; and the frontier 
section of the Coervorden—Bentheim line is closed. On the 
Oldenzaal—Bentheim section of the Amsterdam—Berlin main 
line, only local trains are operated by the Netherlands Rail- 
ways. One fast train each way is run to and from Bentheim 
in Germany; the train leaving Bentheim has a connection 
from the local service from Holland but the return train arrives 
too late at night to give a connection to the Dutch capital 
and other chief towns. The Oldenzaal—Gronau line is closed, 
but on the Enschede—Gronau section a few local trains are 
run by the Netherlands Railways. The light railway from 
Enschede South to Alstatte has a local service of Dutch trains. 
Further south the Winterswyk—Borken and Bocholt sections 
are closed. The Zevenaar—Emmerich section of the second 
Dutch-German main line has a limited local service run by the 
Netherlands Railways, but not a single fast train is run on the 
connecting main line in Germany. The same is the case on 
the Nymegen—Kleve section. The Reichsbahn operates a 
few local trains on the Gennep—Goch line. The Venlo—Kalden- 
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kirchen and the Roermond—Dalheim sections have _ local 
trains only, and again no fast trains are run on the adjoining 
sections in German territory. On the Heerlen—Herzogenrath 
line three trains each way are run by the Netherlands Rail- 
ways, and, finally, the Maastrich—-Aachen line is the only line 
having all-stations trains throughout, three each way daily. 

Across the Belgian-German frontier on the Herbesthal— 
\achen line, there are now two daily express trains each way 
between Brussels and Cologne, taking 5 hr. for the run from 
Brussels and 5 hr. 19 min. and 5 hr. 50 min. respectively on the 
return run. In the Eupen and Malmedy districts only one 
train each way crosses the frontier, namely, from and to St. 
Vith in the Malmedy district 

\cross the Luxembourg-German frontier there are two local 
trains between Luxembourg and Trier each way. 


Restricted Passenger services in Holland 
[he German invasion of Denmark and Norway caused the 
introduction of severely restricted passenger train services 
on the Netherlands Railways. Only from one fourth to a 
third of the usual trains are running, the other train paths are 
kept open for troop trains, and the rolling stock is kept in 
readiness for use at a moment’s notice. No night mail trains 
are running. 

Empire Airways 

Che British Overseas Airways Corporation, which began its 
operating life on April 1, was first publicly mooted on 
November 11, 1938, when Sir Kingsley Wood announced that 
Imperial Airw: iys Limited and British Airwz iys Limited would 
be merged to form a Statutory company. The Airways Bill 
received the Royal Assent on August 4, 1939, but owing to 
the outbreak of war, the consummation of the merger was 
deferred, and the scheme modified in some respects. The 
first announcement of the new corporation last week was 
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that of the immediate restoration of pre-war frequency Ol 
the England—South Africa flying-boat service. At the out 
break of war the service to Africa was reduced to a week] 
return flight to Durban and a weekly return flight { 
Kisumu; the extension of the latter to Durban last we: 
restores the pre-war frequency. From the beginning of Apri! 
flying boats leaving a south coast port for Egypt, East 
South Africa, India, and Australia need no longer have th 
windows obscured, the Air Ministry having given permissio 
for the removal of the blackout. 

On August 8 last it was announced that Imperial Airway 
Limited was ‘‘ forced to reduce substantially the passeng 
accommodation on the 22,000 miles of the Empire routes 
Thus, war preparations would have made 1940 a difficul 
year for British civil aviation, even if there had been n 
declaration of hostilities. On the eve of the war the Secr 
tary of State for Air invoked certain powers under his agr 
ment with the companies by which their aircraft were plac: 
at his disposal. As we have previously recorded, the A 
Ministry organised a special branch known as National Ai 
Communications, and it was under the direction of thi 
branch that the companies continued their operations, inclu 
ing their special charter work for the Government. At t! 
outbreak of war the 14d. rate for a half-ounce of mail w 
suspended and a prepaid rate of Is. 3d. for the half-oun 
was imposed. In consequence, aircraft on the Empire rout: 
carried only a small proportion of the air mail which the 
were carrying before the war, but they were able to cart 
more passengers. Mail and passenger services were thu 
maintained over all the Empire routes and so helped to kee} 
the communications of the Empire open. While troops fron 
many parts of the British Empire have been assembled und: 
the Middle East Command, civil aircraft pass through Alex 
andria regularly between Great Britain, South Africa, India 
Australia, and the Far East. 








Treasury Acquisition of U.S.A. Securities 


In accordance with the 
expressed when the first Vesting Order 


was issued, a further group of U.S.A are in sterling, and, 


expectation 1939. The new Order sets out the prices or 
to be paid by the Treasury. The prices 
in the case of bonds be 


Ireland, Belfast, for transmission to the 
Bank of England. It is requested that 
such delivery be made through a ban! 
stockbroker, who will have the 
instructions. Payment will 
April 29 to the bank o1 


necessary 
made on 


dollar securities has now been transferred dealt in plus interest in New York, stockbroker or other person by whom 
by Vesting Order to the control of the include gross accrued interest calculated the securities are lodged with the Ban] 
British Treasury [The Order, made on to April 29, 1940; suc h prices will be of England or Bank of Ireland, provided 
\pril 13, is under the Defence (Finance) effective wherever the securities are that the securities have been received 
Regulations, 1939, and transfers to the deposited. Owners of securities attected by the Bank of England not later than 
Treasury all holdings of the securities by the Vesting Order should deliver such \pril 19, 1940. The following list details 


shown in a lengthy list which have been securities 


tions & Returns) Order of August 26, England, 


Title of Security Price a share 


Ss. 
American Car & Foundry Company 7 per cent. non-cumulative preferred 
stock. Shares of $l 10 8 3 
American Car & Foundry Company common stock. Shares of no par 
value 612 8 
Baldwin Locomotive Works common stock. Shares of $13. Voting trust 
certificates , 317 6 
Chesapeake & Ohio Railway Company common stock. Shares of 325 917 | 
New York Central Railroad Company capital stock. Shares of no par 
value 2.4 
New York, Chicago & St Louis Railroad Company 6 per cent. cumulative 
preferred stock, series ‘'A."’ Shares of 3100 . 8i9 
Omnibus Corporation common stock. Shares of 36 3 6 4 
Public Service Corporation of New Jersey 6 per cent. cumulative preferred 
stock. Shares of 8100 - 31 5 10* 
Pullman Incorporated (Del.) capital stock. Shares of no par value 6 gil 
Union Pacific Railroad Company 4 per cent. non-cumulative seuaaaiteng stock 
Shares of S100 20 18 II 
Virginian Railway Company 6 per cent. cumulative preferred stock. Shares 
of $25 8 4 10t 
Virginian Railway Company 6 per cent. cum ulative preferred stock. Shares 
of $100 : ‘ 32 19 3t 


Bonds which must be accompanied by all the relative coupons maturing Price for 
on or after April 14, 1940 $100 nominal 


Atchison, Topeka & Santa Fe Railway Company 4 per cent. 100-year 


adjustment bonds, 1995, ‘‘stamped.’' Bearer bonds. (Coupons due 

May | and November |) : 21 16 | 
Atchison, Topeka & Santa Fe Railway _Company 4 per cent. 100-year 

adjustment bonds, 1995, ‘* stamped Registered bonds. (Coupons 

due May | and November |) 20 18 9 
Atchison, Topeka & Santa Fe Railway Company 4 per cent. 100-year 

adjustment bonds, 1995, ‘‘ unstamped.’’ Bearer bonds. (Coupons 

due November | annually) 5 2113 8 


* Ex dividends due April 15 and May I5 Cum dividend due May |! 


forthwith, 
registered under the Securities (Restric- the necessary documents, to the Bank of 
London, or to the 


those railway and other securities of 
direct transport interest included in the 
full list :-— 


accompanied by 


Bank of 
Bonds which must be accompanied by all the relative coupons maturing Price for 
on or after April 14, 1940 $100 nominal 


Atchison, Topeka & Santa Fe Railway Company 4 per cent. 100-year adjust- 
ment bonds, 1995, ‘‘ unstamped.’’ Registered bonds. (Coupons due 


November | annually) te. 20 13 10 
Atchison, Topeka & Santa Fe Railway Company 4 per cent. -; general mort- 

gage gold bonds, 1995. Bearer bonds 7 26 2 «0 
Atchison, Topeka & Santa Fe Railway Company 4 per cent. "general mort- 

gage gold bonds, 1995. Registered bonds 25 Sil 
Baltimore & Ohio Railroad Company first mortgage 50- year 4 per cent. 

gold bonds, 1948 7? Y 
Central Pacific Railway Company first ‘refunding 4 per cent. gold bonds, 

1949. Bearer bonds ... 17 5 8 
Central Pacific Railway Company first refunding 4 per cent. gold ‘bonds, 

1949. Registered bonds 16 010 
INlinois Central Railroad Company 40- year 43 per cent. gol id bonds, 1966. woe 
International Railways of Central America first mortgage Central Division 

purchase money 5 per cent. gold bonds, 1972 ; a 
International Railways of Central America first mortgage sinking fund 

5 per cent. go!d bonds, 1972, series ‘*B."’ Dollar issue. 23.12 0 
Kansas City Southern Railway Company refunding and improvement 5 per 

cent. gold bonds, 1950. Bearer bonds 1617 2 
Kansas City Southern Railway Company refunding and improvement 5 per 

cent. gold bonds, 1950. Registered bonds 3 15 13 0 
Kansas City Terminal Railway Company first mortgage 4 per cent. gold 

bonds, 1960 26 18 9 
New York Central "Railway Company refunding and improvement ‘44 per 

cent. mortgage gold bonds, series ‘‘A’’ 2013 13 4 6 
New York Central & Hudson River Railroad Company refunding and 

improvement 44 per cent. mortgage gold bonds, series ** 2013 13 4 6 
Northern Pacific Railway Company prior lien railway and at. grant 4 per 

cent. gold bonds, 1997. Bearer bonds 16 11 10 
Northern Pacific Railway Company prior lien railway and land grant 4 per 

cent. gold bonds, 1997. Registered bonds 15 13 10 
Southern Railway Company (Va.) develooment and general mortgage 

4 per cent. gold bonds, series ‘* A,"’ 1956 148 5 
Union Pacific Railroad Company first lien and actin 4 per cent. gold 

bonds, 2008, Dollar issue as a - . a7 wee 4 
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Camps. 


THE RAILWAY GAZETTE 


Their Design, Construction, and 


Hygienic Arrangement 


Precis of a paper by Mr. William H. Hamlyn, 
Principal Architect of the L.M.S.R. 


On Tuesday, April 9, Mr. William 
Hamlyn, F.R.I.B.A., Principal Archi- 
t of the L.M.S.R., delivered the 
ssom Gift Lecture, 1940, of the 
idwick Trust, taking camps as his 
yject.. In our issue of June 30, 1939, 
istrations were given of the holiday 
np at Prestatyn, designed by Mr. 
imlyn, and the preliminary study and 
ught given to that project were 
lected in his lecture. 
Mr. Hamlyn dealt first with the 
igin of camps and their development 
various countries, pointing out that 
modern desire for comfort is lable 
turn them into hotels, instead of 
taining the free and open-air spirit 
1iey were intended to cultivate The 
National Camps movement, inaugu- 
ited by the Government last vear, 
ias brought the subject before’ the 
tblic mind 
The present war has created diffi- 
ilties in the construction of camps 
yf all kinds on account of the restrictions 
laced on that most favoured material 
such enterprises, timber, and much 
wenuity has gone to devising alter 
itive means of construction, an aspect 
the subject to which Mr. Hamlyn 
ave detailed consideration, pointing 


out that a survey of local conditions 
of labour and materials was needed if 
efficient construction and low cost were 
to be attained. Brickwork must 
usually be rejected on account of its cost, 
except perhaps for the communal 
buildings such as dining-halls and so on 

lor the sleeping chalets and similar 
small buildings Mr. Hamlyn men- 
tioned several varieties of materials, 
such as wire mesh fixed to wood or 
metal f plastered ; 


frames and_ then 
concrete or burnt clay slabs between 
concrete supports ; pre-cast concrete 
slabs of various kinds, and _ patent 
composition slabs. At Prestatyn the 
chalets were constructed on a 4-in 
thick reinforced concrete raft, with 
6 in. 6 in. grooved concrete posts 
erected along the sides. Between the 
posts were placed factory-prepared slabs 
made of specially treated wood shav- 
ings bound together with cement, and 
cast in units 7 ft. 0 in 1 ft. 11 in 

2 in. thick Thus the units were of 
dimensions to suit the design, instead of 
the design having to suit trade stock 
size pre-fabricated units. Plastering 
completed the walling The roofs were 
composed of Ruberoid on boarding 
laid across rafters This method of 
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construction proved expeditious, chalets 
for 1,700 persons being completed in 
three months. The entire camp was 
completed and occupied in five months. 

In his lecture Mr. Hamlyn said that 
if it be agreed that a camp is the proper 
medium for holidays, at least for a 
certain section of the public, then the 
problem arises as to where they shall 
be built, the present general feeling 
being that they must be at the seaside, 
an idea that was influenced, no doubt, 
by the tradition of sea bathing. But 
if adequate bathing facilities are sup- 
plied, camps may well be placed in the 
country, for even at seaside resorts the 
swimming pool has proved to be a 
successful competitor of the sea. 

Mr. Hamlyn closed his lecture with 
an outline of what he called international 
holiday camps, where peoples of dif- 
ferent lands could join together in 
communal understanding and, perhaps, 
by so doing bring nearer the realisation 
of world harmony. Hope of the fruition 
of such an ideal is encouraged by the 
development of air travel, in which 
the lecturer foresaw great expansion 
and improvement. 

Mr. Hamlyn described this _ inter- 
national holiday camp as an_ archi- 
tect’s dream, but, remembering Edwin 
Chadwick’s dreams and their result 
at Manchester, he said he was content 
to dream in the company of all such 
public-spirited men. 


(See editorial note on page 562) 








STAFF AND LABOUR 


Railway Wages 
The three railway trade unions, the 
National Union of Railwaymen, the 
\ssociated Society of Locomotive Engi- 
neers & Firemen, and the Railway 
Clerks’ Association, submitted 
fresh claims to the Railway Executive 
Committee for increases 1n rates of pay. 
lhe N.U.R. which represents all grades 
is Claiming an increase of 6s. a week for 
the conciliation grades and an increase 
f 15 a year for the salaried grades. 
The A.S.L.E.F., which represents the 
nginemen, is claiming an increase of 6s. 
i. week for its grades, and the R.C.A. is 
claiming an increase of £15 a year for 
the salaried grades. 
We refer to this subject in an editorial 
rte at page 561 Ed., R.G 


Seafarers’ War Risk Money 

Mersey Docks & Harbour Board 

\ claim that the National Maritime 
Board Agreement in regard to seafarers’ 
war risk money should be applied to the 
officers and crews of the floating plant 
owned and operated by the Mersey 
Docks & Harbour Board was heard by 
the Industrial Court on March 14, and 
the Award (1,753) of the Court is as 
ollows : 

Che Court are of opinion that the pay- 

ment of seafarers’ war risk money falls to be 


have 


dealt with as an allowance in addition to 


wages for a specific risk to which all or 
some of the men concerned may be exposed 


MATTERS 


and in arriving at their decision they have 
considered the claim and _ counter-claim 
before them on this basis. The Court 
award that the National Maritime Board 
\greements relating to seafarers’ war risk 
money should be applied in full to the 
officers and crews of all vessels, comprising 
the floating plant owned and operated by 
the Mersey Docks & Harbour Board except 
to the officers and crews employed on 
bucket ladder dredgers, grab hopper 
dredgers and floating cranes occupied in or 
about the docks of Liverpool and Birken- 
head and the dumping ground opposite the 
Trafalgar Dock, in whose case this allow- 
ance shall not be payable This Award 
shall be operative as from September 15, 
1939.’’ 


Electricity Supply Industry 

Wages of workpeople in the electricity 
supply industry are to be increased by 
Id. an hour under the following agree- 
ment, «~vhich was concluded by the 
National Joint Industrial Council for 
the Industry on April 4: 

“That in lieu of the present increase of 
$d. an hour which operated from December 
1939, there shall, as from the commencement 
of the first full pay period following approval 
by the National Council, be a war bonus of 
1}d. an hour, such bonus to be reckoned in 
calculating overtime 

‘There shall be no alteration of this 
bonus for a period of three months from the 
date of its operation. 

‘““Where in any district there is no 
express provision in the District Council’s 
schedule dealing with the adjustment of 


the wage variations of apprentices, proba 
tioners, or juniors, the bonus to be applied 
to such grades shall be an amount which 
will maintain their present percentage 
relationship to the adult rate for the 
appropriate grade. 

Che bonus shall be applied in full to all 
zones, notwithstanding that it will in some 
cases disturb the percentage relationship 
between zone rates, the reason being that 
the grounds for the granting of the bonus 
are common to all zones.”’ 








Forthcoming Events 


Apr. 23 (Tue London School of Economics, 
at Canterbury Hall, Cartwright Gardens, 
W.C.1, 5 p.m. ‘ The problem of railway 
charges (1),’”’ by Mr. Roger Gibb. 

Apr. 26 (Frt. Institution of Mechanical 
Engineers, Storey’s Gate, London, S.W.1, 


6 p.m. ‘“ Fuel injection in oil engines in 
relation to combustion,” by Mr. G. W. A. 
Green 

Apr. 27 (Sat.).—Permanent Way Institution 


(Manchester-Liverpool). Inspection — of 
F.B. 131 Ib. and 110 Ib. track, conducted 
by Mr. N. W. Swinnerton. 

Apr. 30 (Tues.).—London School of Economics, 
at Canterbury Hall, Cartwright Gardens, 
W.C.1, 5 p.m. ‘‘ The problem of railway 
charges (2),’’ by Mr. Roger Gibb. 

May 7 (7ues.).—London School of Economics, 
at Canterbury Hall, Cartwright Gardens, 
W.C.1, 5 p.m. ‘ The problem of railway 
charges (3),”’ by Mr. Roger Gibb. 

May 9 (Thurs.).—Institution of Electrical 
Engineers, Savoy Place, London, W.C.2, 
6 p.m. Annual general meeting. 

May 14 (Tuves.).—Institution of Civil Engineers, 
Great George Street, London, S.W.1, 5.30 
p.m. #* Cliff stabilisation works in London 
clay,” by Mr. J. Duvivier. 

May 25 (Sat.).—Permanent Way Institution 
(Manchester-Liverpool). Inspection of 
carriage repair shop and main sub-station, 
Birkenhead and Manor Road. 
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THE RAILWAY GAZETTE 


QUESTIONS IN PARLIAMENT 


Government Control of Railways 

Mr. J. Batey (Spennymoor—Lab.), on 
\pril 10, asked the Minister of Trans- 
port whether the recent agreement 
guaranteeing the profits of railway 
companies, relieved the directors from 
responsibility for looking after the 
convenience of the travelling public 
using long-distance passenger trains 

Captain Wallace: The control which 
| exercise through the Railway Exe- 
cutive Committee was taken in order 
that the railways should be operated 
in accordance with urgent national 
requirements in wartime. These, on 
different occasions and in varying de- 
inevitably interfere with the 
convenience of passengers Che finan- 
cial arrangements between the Govern- 
ment and the railway companies have 
no effect upon the position 

Mr. Alfred Edwards (Middlesbrough 
| Lab.), on April 10, asked the 
Minister of Transport, if, before the 
Government agreed to any increase 


orees, 


in railway rates, he would consider the 
ettect of such increase on the cost of 
living and, alt rnatively, should such 
increased rates be proved to be essential, 
vould it be met by a Government 
subsidy 

Captain Wallac Under the financial 
arrangements in connection with the 
control of railways, the Government has 
greed with the four amalgamated 
companies and the London 
Passenger Transport Board that rates, 
fares and charges will be adjusted to 
meet the variations in working costs 


and certain 


railway 


other conditions arising 


from the war This undertaking is set 
out in paragraph 10 of the White Pape 
Cmd. 6168) which w 


House on 


discussed in the 
13, 1940 Che 
answer to the second part of the Ques 


February 


tion is in the negative 


Congestion at Glasgow and Edin- 
burgh 

Mr. A. Woodburn (Clackmannan and 
astern—Lab.), on April 10, asked the 
Minister of Transport whether he was 
aware that there was a charge of 3d 
for platform tickets at the L.N.E.R 
stations at Queen Street, Glasgow, and 
Waverley Edinburgh, and that this 
entailed the sale of tickets at 
the ordinary 


charge 
booking-office windows, 
involving delay, irritation, and some 
times loss of train to passengers ; and 
whether he would arrange for automati 
machines as at other stations to provide 
platform tickets at Id 

Captain Wallac« 1 am informed by 
the Railway Executive Committee that 
he accommodation on the platforms at 
these stations is such that 


t 
increased 
use by persons who are not travelling 
by train would seriously hamper station 
working lor this reason, particularly 
in present circumstances, the railway 
company considers it desirable, in the 
interests of bona fide passengers, that 
no reduction should be made in the 
charge of 3d., which it has been the 


custom to make for a platform ticket 
at these stations. 

In response to a further Question on 
congestion at these stations, Captain 
Wallace said that at Waverley station, 
Edinburgh, difficulties had arisen in 
connection with certain trains which 
carried large numbers of Servicemen 
returning from leave. A new platform 
gate was being erected, which, it was 
hoped, will relieve the congestion. At 
Queen Street station, Glasgow, the 
arrangements were generally satisfac- 
tory, although on a recent occasion there 
was some congestion owing to exceptional 
and unexpected conditions. A separate 
entrance to the platform would not be 
practicable there owing to restricted 
space 


The Kenya & Uganda Railway 

Mr. David Adams (Consett—Lab.), 
on April 10, asked the Secretary of 
State for the Colonies whether the 
finances and incidence of liability as 
between the Imperial and Kenya Gov- 
ernments with respect to the Kenya & 
Uganda Railway had now been settled ; 
and whether a statement upon the same 
would be made to the House. 

Mr. Malcolm MacDonald (Secretary of 
State for the Colonies \s I informed 
the House on February 15, 1939, it has 
been decided to invite Parliament to 
to the remission, subject to one 
condition which has been accepted by 
the local authorities, of the claim for 
£5,500,000 in respect of the original cost 
of construction of the Kenya & Uganda 
Railway 


agres 


Leopoldina Railway 


Sir Joseph Leech (Newcastle-upon- 
ryne West—C.), on April 10, asked the 
Prime Minister whether, now that some 
arrangement had been made about the 
dishonoured Brazilian obligations to 
British subjects, he would again protest 
to the Brazilian authorities against the 
continued ill-treatment of British sav- 
ings lent to Brazil to provide and equip 
the Leopoldina Railway and the Leopol- 
dina Terminal Company, now operated 
for the benefit of Brazilian subjects. 

Mr. Rk. A. Butler (Under Secretary of 
State for Foreign Affairs), in a written 
reply stated The difficulties experi- 
enced in the past by the Leopoldina 
Railway Company have been substan- 
tially relieved owing to the goodwill of 
the Brazilian Government in issuing a 
Decree Law on August 3 last granting 
a loan of 30,000 contos of reis to the 
company for re-equipment purposes. 
rhis decree has been dulv implemented 
and the monies deposited. I under- 
stand that satisfactory negotiations are 
in progress between the Brazilian 
Government and the Leopoldina Ter- 
minal Company. 


Dukinfield Railway Works 


Mr. Wedgwood Benn (Gorton—Lab.), 
on April 11, asked the Minister of Labour 
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& National Service how many of t!} 
men employed immediately before t! 
war in the railway works at Dukinfi 
had been retained; how many | 
found alternative employment - ay 
how many were now unemploved. 

Mr. Ernest Brown (Minister 
Labour) : Complete information is 
available, but it would appear that 
number of men employed at th 
works has fallen by about 700 since 
outbreak of the war and is now ab 
300. I have been able to trace 10 c: 
of men discharged from the works 
are at present unemployed, and t 
total is not likely to be much in ex 
of this number. 


Increase of Railway Charges 

Mr. Ridley (Clay Cross—Lab 
April 17 asked the Minister of Trans} 
what applications he had received f1 
the railway companies to increase t 
rates and fares; and whether he 
posed to remit them for decision to 
Railway Rates Tribunal. 

Captain Wallace: The financial 
rangements between the Governm« 
the four amalgamated railway c 
panies, and the London  Passeng 
Transport Board provide that rat 
fares, and charges will be adjusted 
meet variations in working costs 
certain other conditions arising tr 
the war. I explained to the Hous« 
February 13 the machinery which wo 
be provided for this purpose, and 
accordance with the agreed procedut 
the Railway Executive Committee h 
submitted to me estimates of increases 
working costs amounting to £26} mill 
in respect of the 19 months from 
commencement of control to March 31 
1941. estimates have bet 
scrutinised in my department and I a1 
satisfied that increased working cost 
to the extent of £22} million have bee 
proved. This figure is made up of £9} 
million for increased labour costs, /2! 
million for allowances to men serving 
with H.M. Forces, and £10 million fo1 
increased prices of fuel and materials 
The balance of £43 million, represent 
ing increases due to blackout and 
other precautionary measures, is to br 
examined in the light of further 
experience 

The Railway Executive Committee 
has submitted to me that the proved 
increases justify an all-round addition 
to railway charges of 10 per cent 
which is estimated to yield £18 million 
in a full vear. I am satisfied that the 
facts fully justify this increase, and | 
have therefore made an Order authoris 
ing, as from May 1, 1940, an addition of 
10 per cent. to all railway charges, 
including fares on the railways of the 
London Passenger Transport Board 
This Order does not cover the road 
services of the board, which give rise 
to special difficulties in the adjustment 
of fares for short stages. I am therefore 
asking the Consultative Committee, 
comprising the members of the Railway 
Rates Tribunal, to advise me as to the 
best means of obtaining a corresponding 
increase from the board’s road services. 


‘| hese 
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RAILWAY AND OTHER REPORTS 


shahdara_ (Delhi) - Saharanpur 
Light Railway Co. Ltd.—Gross earn- 
for the half-year ended September 
31 1939, were Rs. 4,11,366, or 
Its. 39,891 less than for the corresponding 
11 of 1938. There were decreases 
‘r coaching of Rs. 19,436 or 6-98 
cent., and under goods _ of 
| 23,616 or 14-14 per cent. Working 
including Rs. 42,500 set 
e to depreciation reserve fund, were 
| 2,27,358, a decrease of Rs. 6,111, 
the operating ratio, excluding 
reciation, was 44-94 per cent. against 
32 per cent. Net earnings amounted 
Rs. 1,84,008 compared with 
2,17,788. Net profit for the half-year 
ler review, after providing for de- 
ture interest, managing agent’s com- 
sion and income tax, and Ks. 28,661 
ire of profits to the Government of 
United Provinces, amounted to 
| 46,157. Adding Ks. 2,79,343 
ught forward gives a_ total of 
3,25,500 out of which a divider for 
half-year at the rate of 7 per cent 
annum is to be paid, requiring 
44,297, and leaving Rs. 2,81,203 
be carried forward. For the corre 
mding period in 1938 the dividend 
at the rate of 8 per cent. per 
ium. 


enses, 


Devon General Omnibus & Tour- 
ing Co. Ltd.—The directors recom- 
nd a dividend of 10 per cent. and a 
nus of 2$ per cent. on the ordinary 
ires for the vear 1939, the same as 
1938. 
Jarrow & District Electric Trac- 
tion Co. Ltd.—This company, which is 
subsidiary of Northern General Trans- 
rt Co. Ltd., made a net profit for the 
ir 1939 of £5 against £31 for 1938. 
The balance forward is increased to 
£120 
Gateshead & District Tramways 
Company.—tThis_ subsidiary of the 
Northern General Transport Co. Ltd. 
turns a net profit for the year 1939 
f £28,536 against £32,292 for 1938. 
lhe ordinary dividend is 10 per cent. 
ime) and £48,709 (against £44,141) is 
irried forward. 


Tyneside Tramways & Tram- 
roads Company.—tThe directors of 
this company, which is a subsidiary of 
Northern General Transport Co. Ltd., 

ports a net profit for the vear 1939 of 

15,906 (against £17,764). The ordinary 
lividend is again 5 per cent. and 


12,907 (against £9,898) is carried 
orward., 
City of Oxford Motor Services 


Limited.—The accounts of this com- 
pany which is associated with the Great 
Western Railway Company and_ the 
British Electric Traction Co. Ltd., show 
that the profit for the year 1939 
imounted to £34,682, in comparison 
vith £28,376 for 1938. Adding £6,847 
rought forward makes a total of 
41,529, of which £10,250 (against 
5,000) is transferred to reserve, £4,810 


is applied to preference dividend, and 
£18,080 to a dividend of 8 per cent. for 
the vear, free of tax, on the 226,000 
ordinary shares of #1 each, leaving 
£8,389 to be carried forward. For the 
vear 1938 the dividends were the same. 

Rhondda Transport Co. Ltd.—lIt 
is proposed to pay a final dividend of 
6 per cent., making 10 per cent. for the 
vear 1939, free of tax. For 1938 the 
tax-free dividend was at the same rate, 
but on a smaller capital. 

3rand Union Canal Company. 
receipts for the year 1939 
amounted to £228,198 compared with 
£221,814 for 1938 and working expenses 
to £148,674 compared with £153,529. 
Tonnage receipts were £120,991, a 
decline of £4,757, which took place 
during the last four months of the year 
and was largely accounted for by a 
reduction of £3,911 in pumping charges. 
The amount at the credit of net revenue 
account was £99,849 to which is added 
£8,779 brought forward. After deducting 
allowances to ex-employees, interest on 
superannuation fund, and sinking fund 
appropriations together amounting to 
{7,674, interest on debenture 
£69,774, provision for income tax 
£1,500, £3,000 towards renewals reserve, 
£16,238 to reserve for depreciation of 
interests in subsidiary companies there 
remains £10,442 to be carried forward 
Trading of subsidiary companies resulted 
in an approximate net loss of £28,342 ; 
tolls charged to those companies 
amounted to about £25,317; and the 
net balance at debit of those com- 
panies’ profit and loss accounts was 
£143,976. Shareholdings in subsidiaries 
have cost £189,655. Reserve for depre- 
ciation of interests in subsidiaries has 
been increased to £44,000. The liquida- 
tion of the Grande Union Belge de 
Transports S.A. began on December 31, 
1939. 

International Nickel Co. of Canada 
Ltd.—The report of the company and 
subsidiaries for the year 1939, issued by 
Mr. Robert C. Stanley (Chairman and 
President) shows a_ net profit of 
$36,847,466 after all charges, including 
provision of $11,322,121 for taxes and 
$10,480,990 for depreciation, which is 
equivalent, after payment of preferred 
dividends, to $2-39 a share on the out- 
standing common stock. This compares 
with a profit of $32,399,470 or $2-09 
per common share in 1938; the highest 
earnings were $50,299,623 or $3-31 a 
share, established in 1937. The 1939 
figure compares with the _ profit of 
$22,235,996 in 1929, the peak year of 
the pre-depression period. 

Imperial Chemical Industries 
Limited.—The directors recommend a 
final dividend of 5 per cent. less tax, 
making 8 per cent. for the year 1939, 
the same as for 1938. Net income is 
shown at £7,313,485, an increase of 
£252,994, and is struck after providing 
for income tax, N.D.C., and E.P.T. and 
{2,000,000 (against £1,500,000) for de- 


Gross 


stock, 
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preciation and obsolescence. It is pro- 
posed to allocate £1,000,000 to the 
creation of a war contingency reserve ; 
£375,000 goes to general reserve, com- 
pared with £1,125,000 for 1938. The 
carry forward is £681,428, against 


>< 


£621,245 brought in. 


Murex Limited.—tThe directors re- 
commend an interim dividend of 7} per 
cent., less tax, on the ordinary shares 
in respect of the vear to June 30, 1940. 
This is the same rate as the interim 
for the previous year. 

American Locomotive Company. 

The operating loss for the year 1939 
was $1,125,498, against $1,200,909 for 
1938, after providing $895,478 (against 
$691,728) for depreciation. Deducting 
$360,131 ($275,996) from other income, 
and adding other charges $56,556, and 
depreciation of investments $128,453, 
gives a net loss of $950,376 (against 
$1,302,195). 

Colvilles Limited.—Trading profit 
for the vear 1939 was £1,058,462, 
against £919,596 in 1938, and dividends 
from subsidiaries were £147,522 against 
£129,005. Depreciation takes £50,000 
more at £350,000 and tax provision is 
£600,000 compared with £285,000 a vear 
before. Preference dividend takes 
£75,625 and the interim of 3 per cent. 
on the ordinary absorbs £76,431. A 
final dividend of 5 per cent. (making 
8 per cent., the same as for the previous 
vear) requires £127,385. The carry 
forward is £454,429. 

Canadian Locomotive Co. Ltd. 
The report for the year 1939 shows a 
$147,880 after $62,688 initial 
payment of one year’s bond interest 
authorised for distribution from net 
earnings of 1938, and other charges, but 
before depreciation. This compares with 
net profit of $182,078 for the previous 
year after $236,299, depreciation of 
$40,000, special provision for replace- 
ments, and $62,215 taxes. The opera- 
tingloss was $43,004 against an operating 
profit of $573,109 for the previous year. 
Mr. Wm. Casey, the President, states 
that no locomotives were completed for 
delivery in 1939, but on entering 1940 
the company had orders for 23 locomo- 
tives. Mining and miscellaneous orders 
are up to the usual average. 


Skefko Ball Bearing Co. Ltd. 
This company is the British unit of the 
organisation controlled by the Swedish 
Ball Bearing Company. Profit for the 
year 1939, after providing for deprecia- 
tion and taxation amounted to £253,396, 
against £251,167 for 1938. Adding 
{416,161 brought forward gives a total 
of £669,557. From this has to be 
deducted the capital bonus issue in June, 
1939, of 1,200,000 ordinary shares of 
5s. each (£300,000), and the interim 
dividend of 43d. a share (7} per cent.), 
free of tax, which takes £60,000, 
leaving a balance of £309,557. The 
directors recommend a final dividend of 
74d. a share, free of tax, making Is. a 
share (20 per cent.), free of tax, for the 
whole year 1939, and propose to carry 
forward £159,557. The dividend for 
1938 was 30 per cent. tax free. 


loss of 
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received. The money is provided 
NOTES AND NEWS voluntary contributions of the Distr 
staff, averaging about one penny a | 
’ . 7 : . every week, received by . [ 
Isolation of Istanbul by Floods.— made for depreciation—a vital necessity ~<a Mr T w Rob Dg a 
Throughout April 10 and 11 all traffic in times such as the present. Changing Be eroemaaey. Lane aisha 
; ; ; ; : the inauguration of the scheme h 
was suspended on the main line con- over the production of the factory from been able, with the co-operati | 
necting Istanbul with the rest of normal trade requirements to the special Hon Ss cretary hr. 3.9 MM gh 
Europe, at a point about 36 miles west war demands of Government Depart- ea si 
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, : % Con. Pref. ee 4 
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the satisfactory handling of the very speed limit. There were 40 deaths 24%, Deb. oS a3 10948 at 
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company on April 10, the Chairman, date the wives of members of the staff, 320 — eis lone = 98; ~2 , 
Sir Ralph G. C. Glyn, said that the lady members of the staff, and friends, 5°. malaga wd 1164 103 lta , 
factory had been working at abnorm- have been engaged knitting articles and a Guar. Pref. 112% 10248 1094 14 
ally high pressure during the past year forwarding monthly parcels, with the Pm, tow a. oe | 103 914 1014 | ; 
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e FORTH BRIDGE 
Irish Traffic Returns 4% Deb... 984E BL (92 v 
4% Guar. ... oo) 80 925 a 
Totals for 14th Week Totals to Date 44% Py hia coe | $95 103 1094 2 
IRELAND 4 TAS | tes | Wo0te | load 
4%, “TEA.” ei | I n 1034 i 
1940 1939 Inc. or Dec 1940 1939 Inc. or Dec. 1 ee 1094 i 
“oO” cme ta 633 | 45 r : 
£ £ £ £ £ £ MERSEY - 
Belfast & C.D pass. 2,248 1,987 261 30,873 23,191 | + 7,682 Ord... ne 245% 7 254 : 5 
(80 miles) goods 601 452 | +4 149 6,731 5,993 |4 738 4% Perp. Deb. + 93% 883 91 : 
total 2,849 2,439 410 37,604 29,184 + 8,420 3% Perp.Deb. .... 77 655 654 — h 
3% Perp. Pref. oe 494 544 
Great Northern pass. 11,400 11,550 - 150 138,700 120,050 18,650 
(543 miles) goods 11,000 8,700 | + 2,300 153,900 141,300 12,600 IRELAND 
total 22,400 20,250 | + 2,150 292,600 261,350 31,250 “<r & C.D. ‘ 
TS. coe eee eee 
Great Southern pass 34,097 36,864 2,767 419,827 402,008 | + 17,819 Z 
(2,076 miles) goods 50,798 42,039 8,759 593,110 576,168 |-+ 16,942 G. NORTHERN ' 
total 84,895 78,903 | 4 5,992 | 1,012,937 978,176 + 34,761 Ord... se ee 6 23 43 
L.M.S.R. (N.C.C.) pass. 4,890 5,310 420 58,750 44,750 |+ 14,000 G. SOUTHERN 
(271 miles) goods 3,140 3,210 70 46,040 40,090 | + 5,950 Ord... we vee | 13S 5 10 |-4 
total 8,030 8,520 490 104,790 84,840 + 19,950 Pref... se ae | 26 10 223 : 
a. a adi os 2 334 3 
eb. ... iin — 4 2 
Good Friday, 1939 











XUM 


pril 19, 1940 


THE RAILWAY GAZETTE 


CONTRACTS AND TENDERS 


rders for 5,000 wagons recently 
placed with Belgian firms by the French 
National Railways, have apparently been 
increased to 5,600 wagons, and have 
been divided among Belgian manufac 


turers as follow :— 


bf agons each: 
i Brugeoise et Nicaise & Delcuve. 
1ume-Marpeut. 
liers de Metallurgique, Nivelles. 
Centrale de Construction, 
Pierre. 
teliers de la Dyle. 
\. Anglo-Franco-Belge, La Croyére. 


Haine St. 


} wagons each: 
\teliers Enghien-St. Bloi, Malines. 
teliers de Braine Le Comte. 
rges, Usines et Fonderies de 
Pierre. 
\. Goldschmidt & L’Energie, Marcinelle. 


Haine St. 


200 wagons each : 
\teliers Empain, Manage. 
\.eliers Germain, Monceau-sur-Sambre. 


Recent contracts placed by the 
Indian Stores Department at New 
Delhi include :— 

Parry & Co. Ltd., Calcutta: 100 pairs of 
12-m. cast steel wheels and axles with roller 
bearings to suit. 

Indian Standard Wagon Co. Ltd., Howrah : 
2,000 spiral drawbar springs; 160 helical bolster 
springs; 400 auxiliary bearing springs; 200 
spiral buffer springs. 

Balmer, Lawrie & Co. Ltd., Calcutta: 12 
crank axles. 

Baldwin Locomotive Works : 
hydraulic drop-pit jacks. 

International General Electric Co. 
Ltd. : 50,000 ft. of electrodes. 


Three 30-ton 


(India) 


The Swedish State Railways recently 
asked the Swedish Government for a 
grant of 2,750,000 kr. to purchase 150 
open trucks from Belgian manufac- 
turers, this additional stock being 
required because of the great increase 
in freight traffic during recent months. 
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The Bengal & North Western Rail- 
way has placed an order with the P. & 
M. Co. (England) Ltd., for 22,176 
** windy ”’ rail anchors, to the inspection 
of Messrs. Rendel, Palmer & Tritton. 


The Bombay, Baroda & Central India 
Railway has placed an order with the 
Patent Shaft & Axletree Co. Ltd. for 20 
axles for locomotives, to the inspection 
of Messrs. Rendel, Palmer & Tritton. 


The Indian Stores Department invites 
tenders for the following items :— 

Trolleys and trolley wheels and axles for the 
E.B.R. and N.W.R. (N-1005/1 ; April 22). 

Tramway track for Amritsar (N-1061 ; 
April 24). : 

Metallic fittings for railway carriage bodies 
(M-5670; May 1). 

The North Western Railway of India 
is calling for tenders to be in at Lahore 
by April 29 for miscellaneous engineering 
plant, including flexible steel hose, 
light riding trollies, pulley — blocks, 
semi-rotary pumps, and thermometers. 
211-S/1 ; code word Adjust. 








RAILWAY AND OTHER MEETINGS 


Craven Brothers (Manchester) Limited 


The annual general meeting of Craven 
Brothers (Manchester) Limited was held 
at Vauxhall works, Reddish, Stockport, 
on April 10. Mr. J. R. Greenwood, 
Chairman and Managing Director of the 
company, presided. 

The Chairman said that the trading 
profit, after making reserves, and provi- 
ling for taxes, was £131,246 which 
compared with £110,824. The net 
profit was £106,329 against £100,653. 
The balance sheet showed fixed assets 
it £422,033, which was an increase of 
(74,872. Floating assets were £117,660 
higher at £462,423. Liabilities, mainly 
because of provision for higher taxa- 
tion, rose during the year by £140,053. 
Thus there was a net increase in the 
value of assets of £52,479. Work in 
progress and stocks had increased by 
£117,540. 


The previous year he _ had told 


shareholders that the company had 


sufficient business in hand to keep the 


main works and branch works fully 
1 


employed for a period of 2} years, and 


that there appeared to be no diminution 
of inquiries from home and overseas. 


On the outbreak of war the volume of 


work in hand was greater than at the 
beginning of the year, and more than 
60 per cent. of this business was for 
export. The company’s products were 
immediately included in the prohibited 
list of exports. All machines in progress 
for delivery to foreign countries were 
requisitioned by the Admiralty and 
Ministry of Supply and diverted to 
Government works and to Government 
contractors, and all foreign orders were 
placed in suspense. 

The business executed in 1939 was 
substantially in previous 
records. The profits earned on the 


excess of 


additional machinery produced had 
been swallowed by increased taxation, 
which accounted for the small increase 
in net profits. 

The branch works at Denton was now 
in production. The company was 
getting a large amount of help from 
sub-contractors. Numbers of well- 
known engineering companies’ were 
manufacturing complete machine tools 
to the company’s designs, and under its 
technical control. The difficulty of 
obtaining the number of skilled men 
required was becoming extremely serious. 

The company was engaged in supply- 
ing machine tools urgently required by 
the Admiralty, Air Ministry, and Minis- 
try of Supply, and these conditions 
seemed likely to continue. When the war 
was over the directors hoped to resume 
normal business, and they were doing 
what they could in these difficult days 
to plan and prepare for after-war 
conditions. 

The report 
adopted 


and accounts were 








International Nickel Co. of Canada Limited 


lhe report of the International Nickel 
Co. of Canada Ltd. states that the 
rld nickel consumption in 1939 
ittained a new peak estimated to 
256,000,000 Ib. compared with 
204,000,000 Ib. in 1938, and 240,000,000 
in 1937. The nickel sales of the 
mpany in all forms in 1939 were 
10,194,135 lb., a record and an increase 
45,815,890 lb. over 1938, and of 
193,192 lb. over the 1937 previous 
oh record. 
Copper sales of the company in 1939 
iched a high record of 324,850,921 Ib., 
unst 292,129,727 lb. in 1938, and 
11,880,403 Ib. in 1937. The company, 
common, with other Canadian, copper 
ducers, after the outbreak of war 
tered into a contract with the British 
inistry of Supply for the delivery of 
substantial tonnage of copper, in 
nsequence of which its entire current 


production will be required for delivery 
in the United Kingdom and Canada. 

World consumption and production 
of the platinum group metals (platinum, 
palladium, iridium, rhodium, and 
ruthenium) are estimated to have been 
substantially in balance at about 
500,000 oz., representing an increase 
of some 40,000 oz. over 1938. The 
company's sales of these metals were 
240,778 oz., a high record, against 
193,195 oz. in 1938, and 188,756 oz. in 
1937 

Commenting on capital outlays in 
1939 for additions to and improvement 


of properties, the report states that 
$8,598,286 was expended for plant 
extensions and improvements, com- 


pared with $10,750,707 in 1938. The 
disbursements in 1939 included 
$3,748,535 for the project in Finland, 
bringing the total expenditure to the 


end of 1939 for account of Petsamon 
Nikkeli O/Y to $6,723,908. This 
amount, while remaining in the pro- 
perty account, has been fully reserved 
by transfer from earned surplus. Work 
on the mine and smelter at Kolosjoki 
continued until the invasion of Finland 
in November. Before the occupation of 
the property by Russian troops, the 
Canadian and American emplovees of the 
company left for Norway and have since 
returned to their homes. Until the 
outbreak of hostilities, indications were 
that the mine would come into produc- 
tion not later than the early months of 
1941. The amount of damage to the 
property cannot now be determined and 
the future of this mine isdependent on the 
eventual outcome of events in Finland. 

The total number of employees at 
the year end was 18,123, a new high 
record. ‘There were 11,745 in Canada, 
3,754 in Great Britain, 2,585 in the 
United States, and 39 in other countries. 
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Railway Stock Market 








Although sentiment on the Stock Ex- genera market conditions, very little down from 724 to 70 and would appea ) 
change was assisted by the latest news as selling having been in evidence. be very mode rately priced; the t 
to the progress of the war, inactive condi- Southern deferred at 20} was virtually guaranteed lost a point to 784. L.N.1 
tions again prevailed; it was generally the same as a week ago, while the preferred 4 per cent. debentures were little cha 1 
realised that the market outlook cannot be at 70 was fractionally better. On the other at 943, and the 3 per cent. debentures 
assessed pending the Budget statement hand, the guaranteed stock lost a point to 714, as against 724 a week ago Lo 
next Tuesday. rhe assumption is that 1124, as did the 5 per cent. preference at Transport “‘C”’ reflected the gen 
activity will tend to increase under the 993, while the 4 per cent. debentures were tendency with a reaction from 45} to 4 
stimulus of reinvestment of the proceeds 1014, compared with 103 a week ago. Among foreign railway stocks Antofag 
arising from the further dollar securities L.M.S.R. ordinary showed the relatively ordinary and preference were bett: t 
requisitioned by the Treasury, and that in satisfactory tendency in stocks of the junior 10} and 32 respectively. San Paulo «as 
this connection better demand may develop class, and at 223 was little changed on firm, the dividend being in accord 
for home railway stocks. The latter have balance. The 4 per cent. 1923 preference with market expectations. Attention 
reflected the surrounding inactivity of the at 534 showed a loss of half-a-point, and drawn to the apparently attractive yivlds 
Stock Exchange this week, and lower prices the 4 per cent. senior preference was a point obtainable on debenture and _ prefe: 
ruled, but little selling was reported. It is down at 63, while the guaranteed stock stocks of leading Argentine railways c: 1 
being pointed out that acceleration of the reacted from 90 to 88}; the 5 per cent. a rally in these securities, but gains e 
pace of the war may be expected to result debentures were 107 and the 4 per cent. moderate, and yields of fully 6 per cent. ar 
in further expansion of traffics, and there debentures 99. Great Western ordinary at still shown by B.A. Gt. Southern, Cer l 
are continued anticipations that before 474 was only fractionally lower on the week, Argentine and B.A. Western 4 per t 
long railway charges will be raised in order the 5 per cent. preference 99}, compared debentures. Current expectations are that 
to offset higher expenses of operation. The with 1004, and the 4 per cent. debentures results of the Argentine railways may show 
prevailing belief is that stocks of the main 103, compared with 104. The reduced prices considerable improvement in the fina il 
line railways are moderately priced, and are a reflection of prevailing conditions on year commencing July 1, and this } i- 
that in some instances, such as L.N.E.R the Stock Exchange this week, and do not bility can hardly be regarded as discounted 
first preference, which now yields 8 per cent., indicate any less hopeful views as to the in prices of debenture and preference stocks 
they are undervalued. Slightly lower outlook for the railways. Whereas L.N.E.R. Canadian Pacific shares subsequently 
prices obtained for various debenture and first preference reacted two points to 50, showed a firmer tendency, but the 4 per 
senior preference stocks, but this was the second preference at 20? was unchanged cent. debentures were slightly lower at 
attributed to reduced demand arising from on balance. The second guaranteed moved 86}. 

Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
Tislic Son Weak 2 Aggregate Traffics to Date Prices 
Miles : Sh - 
Railways open ae Ea Totals ig 4 on a i -_ 
1939-40 & Inc. or Dec. 6 Increase or Stock 3x) eu) ae $3 
Total compared ; Decrease a — +2 c2 Zuo 
this year ooh 1939 8 This Year Last Year = :. a 2 “2 
£ £ £ £ £ 

Antofagasta (Chili) & Bolivia 834 7.4.40 18,350 8,200 14 274,590 193,360 + 81,230 Ord. Stk. 103 44 i Nil 

oo meeg North Eastern 753 6.4.40 ps. 126,000 — ps.2,300 4! ps. 6,054,600 ps. 6,270,300 — ps. 215,700 44 2 3+ Nil 

Bolivar .. one aha mn 174 Mar. 1940 4,370 — 230 13 11,590 11,700 — 110 6 p.c. Deb. 7+ 53 7 Nil 

Brazil ... ae — — — — Bonds. 53 44 7 73 

Buenos Ayres & Pacific 2,801 6.4.40 ps.!,662,000 —ps.193,000 41 ps.55,613,000 ps.57,066,000 —ps. 1,453,000 Ord. Stk. 54 2 34 Nil 

Buenos Aires Central 190 2.3.40 $76,100 + $5,800 36 $3,559,600 $3,744,800 — $185,200 Mr. Deb. 14 8 14 Nil 

| Buenos Ayres Gt. Southern 5,082 6.4.40 ps.2,471,000 ps. 62,000 4!  ps.95,785,000 ps. 94,616,000 +ps.1,169,000 Ord. Stk. 133 44 8} Nil 

Buenos Ayres Western 1,930 6.4.40 ps. 884,000 ps. 86,000 41  ps.31,633,000 ps. 29,441,000 +ps.2,192,000 i 10} 3 7 Nil 
« | — Argentine 3,700 6.4.40 ps.1,774,750 —ps.171,750 41  ps.71,207,550 ps. 76,898,200 ps. 5,690,650 «a 1g vw 7 = 
2 | ate : - sd ves as i a é Did. 4 1} 4 il 
& | Cent Uruguay o of M. Video oa 972 30.3.40 23,610 + 3,579 40 827,679 731,656 + 96,023 Ord. Stk. 24 aia 3+ Nil 
< | Costa Rica : . 188 Feb. 1940 16,895 — 4,824 35 136,096 177,211 — 41,115 Stk. 244 18 22 % 
— | Dorada 70 Mar. 1940 11,800 2,500 13 34,500 40,400 — 5,900 I Mt.Db. 104} 102 1024 5% 
© | Entre Rios. 810 6.4.40 ps. 214,200 —ps.16,000 41 ps. 9,650,500 ps.10.247,100 — ps.596,600 Ord. Stk. 6 3 34 Nil 
=< Great Western ‘of Brazil 1,016 6.4.40 10,100 + 2,606 14 180,100 154,200 + 25,900 Ord. Sh. 3/- 1/24 ae Nil 
5 International of Cl. Amer. 794 Feb. 1940 $604,831 $55,394 8 $1,170,321 $1,097,710 $72,611 — . _ - 
ve | Interoceanic of Mexico - - — — — Ist Pref. 74d. 74d. $ Nil 
< | ba Guaira & Caracas ... : 223 Mar. 1940 7,370 955 13 21,975 15,820 + 6,155 Stk. 7 6+ 6+ Nil 
m4 | Leopoldina adi ' 1,918 6.4.40 22,078 1,899 14 316,145 291,045 + 25,100 Ord. Stk. 2+ + 2 Nil 
6 | Mexican om 483 14.3.40 $296,000 $18,200 10 $3,307,600 $3,259,800 + $47,800 a 1% + + Nil 
4 | Midland of Uruguay . 319 Mar. 1940 12,567 + 3,360 40 93,700 83,075 + 10,625 ‘i 2/- + t Nil 

| Nitrate 386 31.3.40 8,124 + 1,343 13 50,333 32,995 + 17,338 Ord. Sh. 2% 14 2% 5% 

Paraguay Central 274 6.4.40 $2,691,000 $19,000 41 $127,889,000 $123,029,000 + $4, x = Pr.Li.Stk. 454 36 40 15 

| Peruvian Corporation 1,059 Mar. 1940 74,738 5.140 40 606,651 609,165 — Pref. ! *% 3 Nil 

Salvador ; 100 9.3.40 ¢25.722 ¢8,028 37 £676,235 <776,714 — ¢ 100. “79 Pr. Li. Db. 194 16 15 Nil 

| San Paulo 1534 31.3.40 39,187 4,612 13 435,833 374,795 61,038 Ord. Stk. 38 20 4545 ? 

| Talal 160 Feb. 1940 2,330 — 680 35 20,130 23,795 — 3,665 Ord. Sh. 3 6/6 at é 

| United of Havana so] Se 6.4.40 46,152 16,884 41 938,839 942,422 3,583 Ord. Stk. 2 4 3 Nil 

Uruguay Northern : 73 Mar. 1940 1,411 553 40 9,950 9,104 846 Deb. Stk. 2 2 2 Nil 
«a { Canadian National 23,695 7.4.40 775,501 + 101,329 14 11,450,324 8,913,661 2,536,663 , =¥ 
3%) Canadian Northern - — - - —- 4p.c. Perp. Dbs. 74% 60 79 Sit 
& Grand Trunk - 7 : hed 4p.c.Gar. 1004 76 1004 4 
U | Canadian Pacific 17,167 7.4.40 552,000 65,600 14 7,679,600 6,355,600 1,324,000 Ord. Stk. 7% 3} 8} Nil 

Assam Bengal ... 1,329 20.3.40 48,795 7,013 51 1,541,108 1,483,833 + 57,275 Ord. Stk. 764 60 794 3% 

| Barsi Light 202 31.3.40 3,037 2,610 52 126,368 138,750 — 12,382 Ord. Sh. 56+ 504 4345 83 

| Bengal & North Western 2,096 20.3.40 90,312 12,641 24 1,367,842 1,382,987 — 15.145 Ord. Stk. 277 2294 278 53 
* | Bengal Dooars & Extension... 161  20.3.40 3,483 121 SI 137,496 144,452 — 6,956 vs 91 84; = 215 3, 
= < Bengal-Nagpur .- 3,267 —-20.3.40 266,925 54,707 SI 7,919,095 6,876,150 1,042,945 ” 943-834 | 954 Ais 
= ) Bombay, Baroda & Cl. india 2.986 31.3.40 285,000 8,925 52 9,109,725 8,914,050 195,675 108 90 1074 Siz 

| Madras & Southern Mahratta 2,967 —20.3.40 192,525 22,292 51 5,693,326 5,482,018 211,308 se 1044, 92 «| 1024 7% 

| Rohilkund & Kumaon 571 20.3.40 21,494 2,946 24 289,053 260,587 28,466 “ 280 63 280 St 

South Indian 2,5313  20.3.40 124,894 15,658 51 3,491,059 3,467,784 23,274 1024 88 924 53 

Beira . : 204 Jan. 1940 74,624 . 17 294,262 = = ~ - — - - 

Egyptian Delta 623 10.3.40 5,545 381 50 203,467 204,422 — 955 Prf. Sh. + 4 # sONil 
. | Kenya & Uganda .. 1,625 May 1939 206.557 — 11,295 21 1,220,870 1,309,332 — 88,462 — -- — -~ 
2 Manila ... Ba _ ~— ue a pa . B. Deb. 55 39 474§ 7% 
= 4 Midland of W. ‘Australia 277 Jan. 1940 13,729 — 1,218 31 90,657 107,233 — 16,576 Inc. Deb. 914 874 84 43 
$ | Nigerian 1,900 17.2.40 63,398 16,314 47 1,798,395 1,899,493 — 101,098 _ — — aan 

| Rhodesia - 2,4423 Jan. 1940 384,405 17 1,520,480 — — — —- _ _ 

| South Africa 13,288 23.3.40 629,841 + 9,979 5i 33,239,743 31,836,033 + 1,403,710 — — — = 

Victoria 4,774 Dec., 1939 943,915 + 84.727 26 4,838,002 4,733,741 + 104,261 — — — =< 

Note. Yields are based on the approximate current prices and are within ; a fraction of vs = 
Argentine traffics are now given in pesos. t Receipts are calculated @ Is. 6d. to the rupee. § ex dividend 








